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Response to Comment GP-35 

Comment 
Code 

Response 

GP-35-1 Thank you for your comments; we appreciate the additional research you have 
conducted and presented to us. All known historic properties within the project’s 
area of potential effects have been identified and evaluated by professionals who 
meet the Secretary of the Interior’s Professional Qualifications Standards for 
Archaeology and Historic Preservation as stated in 36 Code of Federal Regulations 
61. Within the project study area for Alternatives A through C, 839 historic resources 
were evaluated, including the properties discussed in your comment letter. For a 
historic building to be protected under the California Environmental Quality Act or 
Section 106 of the National Historic Preservation Act, it must meet certain specific 
criteria for the California Register of Historic Places, the National Register of Historic 
Places, or as an important property under the California Environmental Quality Act. 
For a building to qualify, these criteria must be met in terms of how significant it is 
architecturally or historically and whether it retains what is called the "integrity" of its 
original state (i.e., whether it retains its original design or materials, among other 
factors). The qualified architectural historians who conducted historic research and 
evaluated the subject properties on and near Garnsey Avenue considered the 
additional information you provided; however, the information did not alter the 
original determination that the resources are not eligible for listing in the National 
Register of Historic Places, based on established criteria, and are not historical 
resources for the purposes of the California Environmental Quality Act. In addition, 
substantive alterations of character-defining features have been made to the 
properties over time so that they no longer meet the technical criterion of 
possessing "integrity," described above. 

The Historic Property Survey Report was prepared to document identification and 
evaluation efforts for historic properties (eligible for the National Register of Historic 
Places) to date. The Historic Property Survey Report followed best practices as set 
forth by the California Historic Preservation Program, the Secretary of the Interior’s 
historic preservation guidance, and Caltrans’ Environmental Handbook/Standard 
Environmental Reference Volume 2 on Cultural Resources. 

This document and its attachments provided the information needed to solicit State 
Historic Preservation Officer concurrence on Caltrans’ determination of National 
Register of Historic Places eligibility and ineligibility for evaluated resources within 
the area of potential effect. On April 15, 2013, the State Historic Preservation Officer 
concurred with Caltrans’ identification and evaluation findings to date, as presented 
in the above-noted Historic Property Survey Report. 

While Caltrans does not submit nominations to the National Register, interested 
individuals and/or organizations may do so. 
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Response to Comment GP-36 

Comment 
Code 

Response 

GP-36-1 Caltrans has developed a conceptual layout of a bicycle and pedestrian connection 
crossing the Carrier Canal between California Avenue and Commerce Drive. 
Caltrans has decided to include this bicycle and pedestrian crossing as part of the 
Centennial Corridor Project. This decision was made in response to public requests 
for a bicycle connection spanning over the Carrier Canal. This improvement would 
enhance bicycle, pedestrian, and vehicle connectivity and would result in minimal 
effects to the environment during construction. Please see Appendix E, Volume 2, 
for project plans. 

GP-36-2 Your comment is acknowledged. Caltrans values the safety of the public. If feasible, 
a new bike path for entering the Class I bike path would be constructed. 

It is the goal of the Centennial Corridor Project to improve the quality of life for the 
Bakersfield community, including reducing traffic and vehicle miles traveled. 
Caltrans recognizes the cost effectiveness and positive effects of nonmotorized 
transportation on the environment and would continue to look for opportunities to 
increase bicycle usage. 

GP-36-3 Your comment is acknowledged.  
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Response to Comment GP-37 

Comment 
Code 

Response  

GP-37-1 It is acknowledged that substantial changes to existing neighborhoods and local 
circulation would occur. Travel patterns would change as a result of implementing 
Alternative B due to permanent street closures. Access to Stockdale Highway, 
California Avenue, and Real Road would be available after construction of the 
project via local streets and crossings. 

The proposed overcrossings at La Mirada Drive and Marella Way, as well as the 
proposed undercrossing at Ford Avenue, would provide three local streets between 
California Avenue and Stockdale Highway to remain open. These crossings are 
essential in maintaining local connectivity and traffic circulation for travel within 
Bakersfield for nonmotorized and motorized uses. 

At this early stage of the project, it is assumed that all of the above-mentioned 
design options (Marella Way Overcrossing, Ford Avenue Undercrossing, and La 
Mirada Drive Overcrossing) would be constructed as part of the project to maintain 
community cohesion and connectivity at either side of the Alternative B alignment.  

GP-37-2 After construction of the project, access to Kentfield Drive will only be provided via 
Fallbrook Street. The proposed project would not affect the availability of on-street 
parking along Fallbrook Street once the project is constructed; however, Fallbrook 
Street would be converted into a cul-de-sac at Marella Way, which would eliminate a 
few existing on-street parking spaces. There would be sufficient surplus parking on 
the adjacent streets, and the existing surface parking lots at the park would remain 
available to park users.  

GP-37-3 Potential Noise Impacts 

Project construction would result in short-term noise impacts from use of heavy 
equipment during construction, as well as the delivery and removal of materials to 
the area. Section 3.6, Construction Impacts, included standard conditions (CI-23 
through CI-25) listed under Avoidance, Minimization, and Mitigation Measures that 
would reduce temporary construction-related noise and vibration, which would cease 
when construction is completed.  

The current Preferred Alternative B alignment has been designed to the greatest 
extent practicable to be depressed in the general area of your property to aid in 
mitigating potential noise impacts. Additionally, the potential short- and long-term 
noise effects of the project and measures to address those effects are detailed in 
Section 3.2.7, Noise, of the final environmental document (Volume 1). Your property 
is represented as RB-51. A comparison of current noise levels to the projected noise 
levels in 2038 under the No Build Alternative and the build alternatives is provided. 
Results of the noise analysis for each build alternative indicate traffic noise would 
generally increase as a result of the Preferred Alternative B. Traffic noise is 
anticipated to increase from 51 decibels to 62 decibels. To mitigate for noise 
impacts, a sound wall will be constructed (S529), which would reduce noise levels to 
59 decibels at your property. A noise level of 59 decibels is not considered a noise 
impact as this noise level is well below the FHWA Noise Abatement Criteria of 67 
decibels for residential land uses. In addition the 59 decibels will only be 
experienced during peak traffic hours; the daily exposure would be even less than 59 
decibels because traffic noise subsides drastically during late night or early morning 
hours.  

Permanent Air Quality Effects 

The air quality study prepared for the Centennial Corridor Project indicates that 
potential air quality impacts were found to be less than significant and that the 
project would improve regional air quality due to reduction in congestion on local 
roadways and vehicle idling. Improvements to air quality are also attributed to the 
improved pollution emission performance of a modernizing fleet of all vehicles, 
especially heavy diesel trucks, as a result of Federal and State fuel content and 
engine emissions rules. In addition, the results of the air quality analysis indicate that 
the Centennial Corridor Project would be within regional and Federal air quality 



Chapter 6  Responses to Comments from the General Public 

Centennial Corridor      1508 

Comment 
Code 

Response  

standards and would not cause or contribute to a violation of any air quality 
standards. To further minimize air quality pollutants within the general area of the 
project, Caltrans has entered into a Voluntary Emission Reduction Agreement with 
the San Joaquin Valley Air Pollution Control District. Through this agreement, 
targeted improvements will be provided within the general area along the Preferred 
Alternative B alignment. More detailed information on air quality analysis can be 
found in Section 3.2.6, Air Quality. For more information on the Voluntary Emission 
Reduction Agreement, please see Appendix L, Volume 2, of this final environmental 
document.  

Air Quality Effects during Construction 

Construction of the project has the potential to create air quality impacts through the 
use of heavy-duty construction equipment. Fugitive dust emissions would result from 
earthwork and onsite construction activities. Reductions in fugitive dust can be 
achieved by onsite mitigation measures. Compliance with the standard conditions 
SC-CI-20 through SC-CI-22 listed under Avoidance, Minimization, and Mitigation 
Measures – Air Quality, Standard Conditions (refer to Section 3.6, Construction 
Impacts), would reduce construction emissions. Some of these measures to control 
dust include using water or chemical stabilizer/suppressant, covering disturbed 
areas with tarps, and limiting speeds in unpaved areas. Air emissions associated 
with construction activity would be temporary and would cease to occur after project 
construction is completed. 

Potential Traffic Impacts during Construction 

The potential for traffic disruption during construction of the project would mostly 
exist where bridge crossings would be built, at connections to existing road and 
highway facilities, and where ramp work would be done, including ramp closure 
work. The duration of construction travel-time delays in the vicinity of specific 
construction zones is contingent on the scope of the work and could be expected to 
last from a few days to more than a year, depending on the construction zone, and 
may require motorists to adjust their schedules to accommodate longer travel times. 
Detour routes will be provided if road closures are required. A Traffic Management 
Plan will be prepared during the final design phase. This document would provide 
details on detour plans and required notifications prior to any road or lane closures. 

GP-37-4 The Centennial Corridor Project relieves traffic on local streets such as Truxtun 
Avenue, Stockdale Highway, Ming Avenue and Rosedale Highway. The Preferred 
Alternative B alignment would also relieve the double loading of vehicular traffic on 
State Route 99 between State Route 58 (East) and Rosedale Highway (current 
alignment of State Route 58 West). The additional capacity provided by the build 
alternatives compared to the No Build Alternative would help reduce congestion on 
adjacent local roadways because traffic is expected to shift to the freeway. Traffic 
volumes will increase on State Route 58 East, State Route 99 south of State Route 
58 East, and the Westside Parkway. Figure 3-16 of the Traffic Study technical report 
illustrates roadways which will experience reduced traffic volumes compared with the 
No Build alternative. 

GP-37-5 Vacant spaces next to sound walls are sometimes necessary to provide workers 
access for general maintenance of sound walls and landscaping. Please note that the 
project has limited design at this stage of the project development process, and areas 
that are shown to be vacant may be used to construct other features of the project, 
such as stormwater treatment devices. If excess remnant lots are not used by the 
project after construction, Caltrans may decide to keep or offer to sell the excess 
property to the city of Bakersfield. 

If a home or building has been acquired for the project, Caltrans and the city of 
Bakersfield have developed a strategy to minimize vacant properties. To enhance 
safety and to minimize, graffiti and vagrancy problems associated with vacant 
buildings, Caltrans and the city of Bakersfield would reduce the amount of vacancy 
by implementing the following options for acquired properties: (1) rent the homes 
and businesses on a month-to-month basis to keep them occupied as long as 
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possible in advance of demolition; or (2) demolish each building as soon as feasible 
after acquisition. This latter option would result in vacant lots interspersed in 
business areas and neighborhoods. With either option, proper management of 
acquired property is a key consideration.  

In addition, the Bakersfield Police Department, the Kern County Sheriff’s 
Department, and the California Highway Patrol would continue to provide law 
enforcement and police protection services to the project area. Furthermore, 
emergency vehicle access for police, fire protection, and emergency services would 
be maintained at all times. Law enforcement, fire, and emergency services could 
experience slightly increased response times because of construction-related road 
closures, temporary detours, and increased traffic congestion. It is not expected that 
temporary road closures would result in more than 1 mile of out-of-direction travel 
because nearby alternative routes would be maintained and identified as part of the 
detour plans. 

In addition, Chapter 8.29 (Litter Control) and 8.80 (Abatement of Public Nuisances) 
of the Bakersfield Municipal Code would be enforced throughout Bakersfield, 
including on vacant lots and areas adjacent to the project right-of-way. The city of 
Bakersfield’s Litter Ordinance prohibits littering and provides that no person shall 
throw, deposit, or accumulate litter in or upon any public place or private premises. 
Furthermore, each violation of the Litter Ordinance is declared to be a public 
nuisance. The Bakersfield Municipal Code provides general enforcement authority 
over public nuisances and mandates that it shall be the duty of every property owner 
to abate any public nuisance defined under the Bakersfield Municipal Code. 

Accordingly, the Bakersfield Municipal Code allows for issuance of notices of 
violations, correction orders, field citations, inspection of public or private property, 
and the use of whatever judicial and administrative remedies provided under the 
Bakersfield Municipal Code or applicable State law. Therefore, enforcement of the 
Bakersfield Municipal Code and applicable State laws is anticipated to deter 
undesirable activities from vacant areas and lots located adjacent to the project.  

GP-37-6 Several comments were received regarding property values. Some individuals have 
expressed a general belief that the project would result in decreased property values 
due to various reasons, including temporary construction impacts, property 
acquisitions, and/or project features being closer to properties than previously. 
However, the final environmental document does not specifically discuss property 
values as part of the California Environmental Quality Act/National Environmental 
Policy Act analysis.  

The Centennial Corridor Project may have an effect on property values, but it is not 
likely to be a major change based on literature that Caltrans reviewed and 
summarized as part of its standard environmental practice.  

The effects of highway improvements on property values have been studied 
extensively, especially the impacts on single family residential property. Most 
studies, though not all, conclude that new transportation facilities, including 
freeways, have an overall positive effect on property values.  

One such independent research study, conducted by professors from Cal Poly 
University, Pomona, evaluated the effects on housing prices of a new freeway in 
Southern California, the Interstate 210 extension, which opened in 2002 (Reibel, et. 
al. 200817). It is worth noting that in analyzing four years of housing sales data, the 
researchers found that while all house prices generally continued to climb in the 
freeway corridor, those houses located within 0.4 mile of the new freeway facility did 
not see their values rise quite as rapidly. The authors attributed this, as have other 
studies, to certain negative effects associated with freeways which are often found at 
very short distances on houses nearby, such as increased noise and air pollution, 
and which may have the effect of keeping the value of the house from increasing at 

                                                 
17  Reibel, Michael. House Price Change and Highway Construction: Spatial and Temporal Heterogeneity.  

California State Polytechnic University, Pomona. 



Chapter 6  Responses to Comments from the General Public 

Centennial Corridor      1510 

Comment 
Code 

Response  

the same rate of those located a bit further away (that is, beyond 0.4 mile). At the 
next functional range of distances, the benefits are still close enough to be beneficial 
but the general negative freeway proximity impacts are diminished. At even greater 
distances away from the new freeway, the added value of increased mobility and 
accessibility gradually declines to zero, where there is no perceived benefit. In 
particular, price appreciation following the freeway construction is the slowest for 
houses in the closest proximity to the freeway (within 0.4 mile), much faster at 
moderate distances, and slower again as the distance further increases. In addition, 
another study concluded that freeway design is also an important factor, with 
depressed freeways contributing most to property values (Siethoff 200218). This 
pattern is consistent with earlier studies reviewed for Caltrans Standard 
Environmental Reference Volume 4 Appendix D. Another study conducted for the 
Arizona Department of Transportation and the Federal Highway Administration 
California found that property values increase at a greater rate for both commercial 
and multi-unit apartments over single family residences (Carey: 200119). For more 
information regarding residential property values, please refer to Section 4.2.2 of the 
Community Impact Assessment (2014) and/or Caltrans’ Right of Way Manual, 
available online at http://www.dot.ca.gov/hq/row/rowman/manual/. 

GP-37-7 Your support for the No Build Alternative is acknowledged. 

  

                                                 
18  Siethoff, Brian ten. Property Values and Highway Expansions: An Investigation of Timing, Size, 

Location, and Use Effects.  Cambridge Systematics, Inc. Cambridge, MA.  January 2002. 
19  Carey, Jason. Impact of Highways on Property Values: Case Study of the Superstition Freeway 

Corridor.  Arizona Department of Transportation.  Phoenix, AZ. October 2001.   
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GP-38-1 Your opposition to Alternative B and your support for Alternative C and the No Build 
Alternative are acknowledged.  

GP-38-2 Both Rancho Vista and Saunders Park are properties protected by Section 4(f) of the 
Department of Transportation Act. Section 4(f) prohibits the Secretary of 
Transportation from approving a project that uses a Section 4(f) protected property if 
there is a feasible and prudent alternative to that use. Under Section 4(f) regulations, 
neither Alternative A nor C can be identified as the Preferred Alternative unless no 
other build alternative could be shown not to be prudent and feasible. Even with 
modifications to Alternatives A and C, avoidance of Section 4(f) resources was not 
possible. The analytical process required by Section 4(f) is addressed in extensive 
detail in the final environmental document in Appendix B, Section 4(f) Evaluation. The 
analysis adhered to Caltrans’ Standard Environmental Reference, Federal Highway 
Administration guidance and the regulations of 23 Code of Federal Regulations 774, 
and it has received approval from the Federal Highway Administration following a 
legal sufficiency review. The Section 4(f) analysis is adequate. 

GP-38-3 Executive Order 12898, Federal Actions to Address Environmental Justice in 
Minority Populations and Low-Income Populations, mandates that federal agencies 
take the appropriate and necessary steps to identify and address disproportionately 
high and adverse effects of federal projects on the health or environment of minority 
and low-income populations to the greatest extent practicable and permitted by law.  
Neighborhood demographics serve as the main criteria for objectively identifying 
environmental justice communities. More subjective methodologies such as public 
opinion, do not factor into the analysis. 

However, Caltrans developed and mailed a neighborhood survey form to about 
16,000 residents living within 1,000 feet of each of the build alternatives in 2009 (see 
Section 3.1.4.1, Community Character and Cohesion, Volume 1) to gauge residents’ 
sense of the Centennial Corridor Project; more than 920 responses were returned. 
The survey included questions relating to one’s perceived quality of life and sense of 
neighborhood. Information gathered from those surveys was included in the 
discussion concerning neighborhoods. 

GP-38-4 While environmental justice communities were identified to exist in each of the 
alternatives, with a slightly higher percentage number of people residing within the 
affected Census tract block groups of Alternatives A and C over Alternative B, the 
analysis concluded the Centennial Corridor Project would not result in 
“disproportionately high and adverse” effects on environmental justice communities 
with any of the project alternatives because of the roughly equivalent distribution of 
the effects on all communities through which the alignments pass. Because of the 
way U.S. Census data is collected, and the need to protect the confidentiality of 
individuals and households, the number of people who may be displaced and who 
fall within the definition of belonging to environmental justice population cannot be 
precisely determined. 

However, while Census Tract 18.01 Block Group 1 is considered an environmental 
justice community, not all residents would be displaced. Section 3.1.4.3, 
Environmental Justice, discusses how many residences and businesses would be 
displaced in this area compared to the rest of each alignment. For Alternative A, 
about 7.5 percent of this group would be displaced, with only about 1.6 percent 
displaced by Alternative B, but about 26.6 percent to be displaced by Alternative C. 
Impacts to an environmental justice community from relocation would be considered 
to be much greater for Alternative C.  
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GP-38-5 Caltrans has outlined appropriate mitigation efforts for Valley Fever and air quality, 
including the use of a chemical stabilizer/suppressant, tarps and vegetative 
groundcovers, and water during construction. Valley Fever fungal spores can be 
found throughout the country and it is recognized that temporary soil disturbance 
during construction grading activities could cause fungal spores (if present) to 
become airborne, potentially putting residents at risk of contracting Valley Fever, 
especially children and the elderly. However, there are many preventive and 
precautionary measures that can be undertaken by individuals to reduce exposure, 
including the use of dust masks when conducting outdoor activities; seeking prompt 
medical treatment if flu-like or respiratory illness occurs during or within a few weeks 
following outdoor activities; and getting a coccidioidin skin test to determine 
susceptibility to the disease.   

Compliance with Standard Condition SC-CI-21, under the Avoidance, Minimization, 
and Mitigation Measures in Section 3.6, Construction Impacts, of the final 
environmental document (Volume 1), would control dust during project construction. 
As a result, those measures would reduce the potential for Valley Fever exposure 
during construction of the project. 

Approximately 525,000 cubic yards of fill dirt will be used between California Avenue 
and the depressed portion of State Route 58. The borrow site will be identified by the 
construction contractor. Testing of fill dirt for Valley Fever spores are beyond the 
requirements under the California Environmental Quality Act and National 
Environmental Policy Act.  

GP-38-6 It is acknowledged that there will be a slight decrease in air quality in your 
neighborhood where it did not exist previously.  However, the air quality study 
prepared for the Centennial Corridor Project indicates that potential air quality 
impacts were found to be less than significant and that the project would improve 
regional air quality due to reduction in congestion on local roadways and vehicle 
idling. Improvements to air quality are also attributed to the improved pollution 
emission performance of a modernizing fleet of all vehicles, especially heavy diesel 
trucks, as a result of Federal and State fuel content and engine emissions rules. In 
addition, the results of the air quality analysis indicate that the Centennial Corridor 
Project would be within regional and Federal air quality standards and would not 
cause or contribute to a violation of any air quality standards. More detailed 
information on air quality analysis can be found in Section 3.2.6, Air Quality. 

Current residents living along the State Route 99 between the existing SR-58 and 
Rosedale Highway would experience a reduction in vehicle emissions due to 
diverted traffic to the Preferred Alternative B alignment. The concentration of air 
pollutants within this segment of SR-99 from vehicles would be less intense as a 
result of the project. To further minimize air quality pollutants within the general area 
of the Preferred Alternative B alignment, Caltrans has entered into a Voluntary 
Emission Reduction Agreement with the San Joaquin Valley Air Pollution Control 
District . Through this agreement, targeted improvements will be implemented 
adjacent to the Preferred Alternative B alignment. See Appendix L, Volume 2, for 
information on the programs and grants that are offered to local businesses, 
residents and municipalities that are designed to generate real and quantifiable 
reductions for the Bakersfield area through this Voluntary Emission Reduction 
Agreement. With the programs offered to residents near the project alignment, 
reductions in construction emissions within the project area would be reduced by the 
following in three years: 

• Year 1 – 1.9 tons of reactive organic gasses/33.6 tons of nitrous oxides/7.6 
tons of particulate matter (PM10). 

• Year 2 – 1.45 tons of reactive organic gasses/16.5 tons of nitrous 
oxides/7.3 tons of particulate matter (PM10). 

• Year 3 – 0.4 tons of reactive organic gasses/2.55 tons of nitrous oxides/0.7 
tons of particulate matter (PM10). 
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In addition to the Voluntary Emission Reduction Agreement, Caltrans would provide 
a one-time $200,000 grant to a non-profit organization to give trees to residents 
along the Preferred Alternative B alignment. Trees will be offered to residents living 
within 500 feet of either side of the new freeway. If trees are available after the initial 
offering, they would be offered to residents living within 1,500 feet of the new 
freeway. Although the trees are supplied through this grant, it is the responsibility of 
the person(s) accepting the tree(s) to plant and maintain them. 

GP-38-7 The analysis contained in the final environmental document concerning property 
values is based on established Caltrans procedures. For more information regarding 
Caltrans procedures on property values, please visit 
http://www.dot.ca.gov/hq/row/rowman/manual/ch10.pdf. Positive and adverse effects 
of projects have been studied in various states and by the Federal Highway 
Administration. Primary factors include the property’s proximity to the new highway 
facility. Some of the more common effects that can decrease property values are 
noise and emissions from traffic. Properties generally increase in value with 
improved access and mobility. Whether the net effect is positive depends on how 
close the property is to the transportation facility, the type of land use (e.g., 
commercial or residential), and the relative changes in accessibility, noise, and air 
quality. Some businesses could experience an increase in economic activity with 
improved access, increased capacity from the new State Route 58 freeway facility, 
and an increase in the number of potential customers. Based on traffic studies, it has 
been found that the overall reduction in traffic congestion brought about by the 
Centennial Corridor Project will enhance rather than impair access throughout the 
project study area. Associated landscaping and refinements in design aesthetics, 
such as the proposed mitigation for the Centennial Corridor Project, have in other 
case study examples demonstrated a positive effect on residential property values 
than without those features incorporated into a project. The potential for loss of value 
specifically related to construction of the Centennial Corridor Project is addressed in 
the project Community Impact Assessment, as well as in the final environmental 
document Section 3.1.4, Community Impacts.  

The Community Impact Assessment contained additional analysis that is 
summarized in the final environmental document. Although additional fiscal analyses 
could be performed, this effort would yield very little new information in terms of 
either public disclosure or providing information to aid in the selection of a Preferred 
Alternative. It should be noted, however, the displacement of business properties 
results in the loss of the property taxes they pay to finance local government 
activities, loss of sales tax and business tax generated by the businesses, and loss 
of jobs that are held by local citizens. 

GP-38-8 The analysis in the final environmental document considers Stockdale Christian 
School, Assembly Manor, and First Assembly of God Church within 375 feet of the 
nearest travel lane. The distance of these buildings to the Alternative B alignment 
has been revised throughout the document. 
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GP-38-9 The final environmental document has been revised to indicate that the distance of 
the Alternative B alignment to Stockdale Christian School and Assembly Manor are 
within 400 feet of the alignment and are considered sensitive receptors. Micro-scale 
modeling was conducted for the project and the results are provided in Section 
3.1.4.3 under the Air Quality sub-section. A total of 10 intersections were analyzed 
using the micro-scale model. At these intersections, none of the calculated 
concentrations were above the established Federal or State standards and all have 
been shown to be about the same in absolute value.  

Particulate matter emissions were modeled using the current Environmental 
Protection Agency approved emissions model EMFAC2011. Results of the EMFAC 
modeling and conformity analysis determined that annual average concentrations of 
fine particulate matter (PM2.5) along the study area corridor would be less than the 
currently established applicable National Ambient Air Quality Standard. 
Concentrations of fine particulate matter (PM2.5) along the study area corridor would 
not exceed no-build concentrations and would be in conformity with the State 
Implementation Plan for achieving the 24-hour fine particulate matter (PM2.5) 
standard. 

GP-38-10 The fees associated with construction are required to comply with the San Joaquin 
Valley Air Pollution Control District Rule 9510. The San Joaquin Valley Air Pollution 
Control District assumes full control of these fees and uses them throughout the San 
Joaquin Air Basin to ensure that timely attainment of all air standards are met per 
Federal guidelines.  

GP-38-11 The tentative construction start date is based on the approval of this environmental 
document, completion of final design plans and right-of-way acquisition. A detailed 
schedule of earth moving activities and construction will be developed during the 
construction stage of the project and when a construction contractor has been 
identified.  

 



Chapter 6  Responses to Comments from the General Public 

Centennial Corridor      1519 

Comment GP-39

 
  



Chapter 6  Responses to Comments from the General Public 

Centennial Corridor      1520 

Response to Comment GP-39 

Comment 
Code 

Response 

GP-39-1 Many state and Federal laws and regulations must be followed to abide by the 
National Environmental Policy Act and the California Environmental Quality Act. As 
discussed in Section 2.1.4 in Volume 1, Identification of a Preferred Alternative, 
three build alternatives, A, B, and C, were identified and evaluated at an equal level 
of detail in the technical studies and the final environmental document. All three 
alternatives meet the project purpose and need of providing route continuity for 
State Route 58.  

Alternatives A and C both directly affect Section 4(f) resources; therefore, an 
avoidance alternative must be considered. Alternative B avoids all Section 4(f) 
resources and is considered prudent and feasible. Even with design plan 
modifications to Alternatives A and C, it was not possible to completely avoid 
Section 4(f) resources. Alternative B would have no impacts on Section 4(f) 
resources; therefore, it remains the only prudent and feasible alternative. Please 
refer to Table B.3 in Appendix B of Volume 2, Section 4(f), for a breakdown of 
feasibility analysis for Section 4(f) resources.  

Alternative A requires the most property acquisitions and would produce the 
greatest number of displacements, totaling 356 residences and 127 businesses. 
Alternative C would require fewer residential displacements, but would displace198 
business. Although Alternative B may affect more housing displacements compared 
to Alternative C, it has fewer business displacements compared to the other two 
alternatives; however, Alternative B has more community impacts because the 
proposed alignment would bisect the Westpark neighborhood, changing travel 
patterns within the general area. Alternative C would concentrate most of its 
residential displacements in two environmental justice communities, with the largest 
concentration of single-family home displacements in the environmental justice 
community south of Saunders Park. Comparing the cost of each alternative, 
Alternative B is the least expensive at $570 million. Alternative A is the most 
expensive at $691 million, followed by Alternative C at $665.5 million.  

Additionally, Alternative B has the least impact on jurisdictional waters compared to 
Alternatives A and C.  

Please refer to Section 2.1.3, Comparison of Alternatives (Volume 1), for more 
information about impacts for each build alternative. 

After comparing and weighing the benefits and impacts of Alternatives A, B, and C, 
some of which are summarized in Tables S.1 and 2.1 of Volume 1 of this final 
environmental document, Caltrans has identified Alternative B as the Preferred 
Alternative. Please see Section 2.1.4, Identification of a Preferred Alternative, in 
Volume 1 for more information on how the Preferred Alternative is selected. 
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GP-40-1 Caltrans has decided to include a bicycle and pedestrian connection between 
California Avenue and Commerce Drive as part of Alternative B. This decision was 
made in response to public requests for a bicycle connection spanning over the 
Carrier Canal. This improvement would enhance bicycle and pedestrian connectivity 
and would result in minimal effects to the environment during construction. 

GP-40-2 Your comment is acknowledged. It is the goal of the Centennial Corridor Project to 
improve the quality of life for the Bakersfield community, including reducing traffic. 

GP-40-3 Your comment has been noted. 

GP-40-4 Your comment is acknowledged.  

GP-40-5 The city of Bakersfield will have the first right of refusal for remnant and 
undeveloped properties proposed as excess right-of-way. Direct sales of excess 
land to the city shall be for public uses per Caltrans Right-of-Way Manual Section 
16.04.05.02. In addition, following construction of the freeway, Caltrans and the city 
will coordinate to identify possible park uses that could be developed in conjunction 
with other areas in which Caltrans will maintain easements to the Centennial 
Corridor freeway for maintenance and other responsibilities. Remnant and vacant 
parcels will be discussed between Caltrans and the city of Bakersfield during the 
final design phase when exact right-of-way information is available.  
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GP-41-1 Thank you for participating in the environmental process for the Centennial Corridor 
Project. Your acknowledgement about traffic improvement as a result of project 
implementation is noted. 
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GP-42-1 Your acknowledgement about traffic improvement as a result of project 
implementation is noted.  

For the properties subject to relocation, Caltrans will follow the provisions listed in 
the Relocation Assistance Program and comply with the Uniform Relocation 
Assistance and Real Property Acquisition Policies Act of 1970, as amended. The 
purpose of the Relocation Assistance Program is to ensure that persons displaced 
as a result of a transportation project are treated fairly, consistently, and equitably. 
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GP-43-1 The project design plans have yet to be finalized. At this stage of the project, limited 
design is available. Specific details, such as access points, could not be provided 
until the final design stage. If feasible, the project may include a direct access point 
to El Torito from Easton Drive. Additionally, a left-hand turn into the El Torito parking 
lot from California Avenue may be implemented if it is considered feasible and safe 
to construct. The request for a pylon sign outside of the property requires permission 
from the property owner of where the proposed sign is to be located. All proposed 
signs within the city of Bakersfield or Caltrans right-of-way are required to follow 
local ordinance or specifications and receive permission from these agencies.  

GP-43-2 Your concern has been noted. It is highly speculative as to whether the construction 
of bridges, walls, and unoccupied property would attract transients to occupy an 
area. It is acknowledged that, like many cities across California, there are homeless 
and transient people in various locations in Bakersfield, including public places, such 
as downtown areas or within areas designated as a transportation corridor such as 
the Centennial Corridor Project. There is no way to restrict access by homeless and 
transient people to certain areas in Bakersfield. Unless a homeless or transient 
person is breaking the law or local ordinances, the Bakersfield Police Department 
cannot physically remove or restrict their access to public areas.  

To enhance safety and to minimize graffiti and vagrancy problems associated with 
vacant buildings, a strategy for handling the acquired properties would be developed 
to include the following options: (1) rent the homes and businesses on a month-to-
month basis to keep them occupied as long as possible in advance of demolition; or 
(2) demolish each building as soon as feasible after acquisition. This latter option 
would result in vacant lots interspersed in business areas and neighborhoods. With 
either option, proper management of acquired property is a key consideration. All 
property acquisitions for the project would comply with the provisions of the Uniform 
Relocation Assistance and Real Property Acquisition Policies Act of 1970, as 
amended. A summary of relocation benefits is also provided in Appendix D of the 
final environmental document, Volume 2. 

GP-43-3 At this current stage of the project, minimal design has been prepared and project 
design may change during the next phase. If moving the drainage basin is feasible 
and would not result in additional environmental impacts, Caltrans may consider 
relocating the drainage basin farther away from the restaurant. The Centennial 
Corridor Project team would coordinate with affected businesses during the final 
design phase of the project to determine whether requests for specific design 
changes are feasible to implement. 
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GP-44-1 Mello-Roos taxes on new properties purchased by displaced real property owners 
are beyond the purview of this final environmental document.  

In most cases, if a Mello-Roos Community Facilities District exists, as approved by 
2/3 of voters within the district, applicable Mello-Roos special taxes would be levied 
as part of the annual property tax bill for all properties located within the Community 
Facilities District. It is noted that special taxes and assessments, such as Mello-
Roos taxes, are secured by a lien against the specific property. Until the bonds 
issued by the district are paid off, whoever owns the property must pay for this debt, 
because the tax is already attached to it. In the case of Mello-Roos districts, sellers 
are now legally required to provide the buyer with a Notice of Special Tax. 
Specifically, California Civil Code Section 1102.6 requires sellers to make a good 
faith effort to give property buyers a “Notice of Special Tax” if the property is in a 
Mello-Roos district. As a result, it is anticipated that this would be beneficial for 
buyers when considering a home’s tax burden and determining the total cost of the 
home.  

It is noted that Section 2(d) of Article XIII-A of the California Constitution and 
Section 68, Rule 462.5 of the Revenue and Taxation Code generally provide that 
property tax relief shall be granted to any real property owner who acquires 
comparable replacement property after having been displaced by governmental 
acquisition or eminent domain proceedings. 

As discussed in Section 3.1.4.2, Relocation and Property Acquisition, per Standard 
Condition SC-R-1, Caltrans, in coordination with the city of Bakersfield, shall 
implement all property acquisition and relocation activities in accordance with the 
Uniform Relocation Assistance and Real Property Acquisition Policies Act (Uniform 
Act) of 1970 (Public Law 91-646, 84 Stat. 1894). The Uniform Act mandates that 
certain relocation services and payments be made available to eligible residents, 
businesses, and nonprofit organizations displaced by the project. The Uniform Act 
provides uniform and equitable treatment by Federal or Federally assisted programs 
of persons displaced from their homes, businesses, or farms, and establishes 
uniform and equitable land acquisition policies. See Appendix D in Volume 2 for 
more information on Caltrans’ Relocation Assistance Program. Additionally, 
Mitigation Measure R-1 includes measures that may be considered by Caltrans for 
incorporation into the relocation plan to minimize impacts to displaced businesses 
and residents. Right-of-way impacts are discussed in more detail in Section 3.1.4.2, 
Relocation and Property Acquisition, in Volume 1 of this final environmental 
document. 

Right-of-way acquisition will not be finalized until the final design phase. All potential 
acquisitions are subject to change during final design. Caltrans offers brochures 
explaining the acquisition process for renters, property owners, and businesses. 
The Right-of-Way Manual can be found on the Caltrans web site: 
http://www.dot.ca.gov/hq/row/. 
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GP-45-1 Your comment has been noted. Caltrans recognizes the positive effects of 
nonmotorized transportation, such as bicycles, on the environment and the 
community. By providing a bicycle connection within the Centennial Corridor Project 
area, it is possible that an improved bicycle connection to an existing Class I and 
Class II bicycle facility could increase bicycle usage.  

Caltrans has decided to include a bicycle and pedestrian connection between 
California Avenue and Commerce Drive as part of the project. This decision was 
made in response to public requests for a bicycle connection spanning over the 
Carrier Canal. This improvement would enhance bicycle and pedestrian connectivity 
and would result in minimal effects to the environment during construction. The 
bicycle and pedestrian connection will provide access to the Garnsey neighborhood 
about a half mile north with an access point located on Easton Drive and California 
Avenue.  
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GP-46-1 Your support for the La Mirada cul-de-sac option has been noted. As described in 
the final environmental document (Volume 1), the Preferred Alternative B includes 
an overcrossing at La Mirada Drive to help traffic circulation and maintain 
connectivity to other neighborhoods across the proposed Alternative B alignment.  

An overcrossing at La Miranda Drive would help maintain circulation between 
neighborhoods that would otherwise be cut off. Caltrans has analyzed the benefits 
associated with minimizing impacts on the remaining neighborhood, costs, and 
internal circulation needs.  

GP-46-2 The daily traffic volume on State Route 58 immediately to the east of Tracy Avenue 
is approximately 7,000 vehicles per day, of which approximately 850 vehicles are 
heavy trucks having five or more axles. The Centennial Corridor Project addresses 
many needs, one of which is to accommodate traffic volumes traveling to and from 
Interstate 5. The design year (2038) forecast of traffic on the Centennial Corridor, to 
the west of State Route 99, is 121,375 vehicles per weekday, for Alternative B. 
Future traffic volumes indicate the need to widen an east-west roadway to connect 
to Interstate 5. 

The Centennial Corridor Project construction widening limits terminate at Heath 
Road and would provide intersection improvements only at Stockdale Highway/State 
Route 43 (known locally as Enos Lane). This project will not widen Stockdale 
Highway west of Allen Road to connect to Interstate 5.  

The timing for construction of Stockdale Highway (Segment 3) is unknown, but it 
would not occur until there is sufficient funding and greater traffic demand on those 
portions of the highway. If the need to widen Stockdale Highway at this location in 
the future is identified, then a separate project would be developed. 

GP-46-3 As discussed in Chapter 2 of the final environmental document, the escalated 
2016/17 fiscal year cost of Alternative B is estimated at $570 million, with 
$390 million for construction and support costs (including final design), and $180 
million for right-of-way costs. Furthermore, in terms of cost-benefit analysis and 
savings in travel time over the 20-year (2018-2038) study period for Alternative B 
compared to the No Build Alternative, the resulting savings is estimated at 
approximately $794 million.  

Funding for the project comes from multiple sources, including the Safe, 
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users, Federal 
legislation signed into law on August 10, 2005. The following funding sources have 
been identified: 

• Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy 
for Users Section 1301 = $90.44 million 

• Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy 
for Users Section 1302 = $289.2 million 

• Other Federal sources = $12.97 million 

• State = $53 million 

• Kern County bond = $57.5 million 

• City of Bakersfield = $206.89 million 
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GP-47-1 Your concern regarding the loss of direct freeway access to Stockdale Highway via 
the southbound State Route 99 Stockdale Highway off-ramp is acknowledged. 
Based on traffic studies, it has been found that the overall reduction in traffic 
congestion brought about by the Centennial Corridor Project will enhance rather 
than impair access throughout the project study area, and it will result in better 
overall design.  

The existing Stockdale Highway off-ramp is a partial interchange providing access to 
State Route 99 in only the southbound direction. This ramp does not meet Caltrans 
acceptable design standards. Caltrans’ Highway Design Manual does not allow for 
local street ramps located within a mile of a freeway-to-freeway interchange 
(Caltrans’ Highway Design Manual, Section 502.2). These ramps have proven to be 
a safety concern in past freeway designs because of the potential for wrong-way 
movements. The existing Wible Road on-/off-ramps to northbound State Route 99 
and the Real Road on-ramp to southbound State Route 99 will also be closed due to 
the changed geometry of the highway improvements that are part of the proposed 
project. These ramps present undesirable safety issues resulting from insufficient 
acceleration and deceleration lengths, tight curve radius on the on- and off-ramps, 
inadequate sight distances around the curves, and insufficient storage length for 
future on-ramp metering. Depending on the destination, the changes in travel 
patterns due to closure of these ramps would increase travel distances, but result in 
only slight increases in travel time. Studies concluded this increase in travel time 
would be less than significant, taking into account the overall reductions in regional 
traffic congestion brought about by the project.  

Regarding access to Cal State University, Bakersfield, given the existence of the 
Westside Parkway, it is anticipated that residents would choose a different route to 
the university other than exiting State Route 99 to Stockdale Highway. In 
approaching from anywhere east of State Route 99, motorists could stay on State 
Route 58/Centennial Connector/Westside Parkway and exit at Coffee Road or 
Calloway Drive. West of State Route 99, motorists could drive to Coffee Road or 
Calloway Drive along an east-west arterial, and then use Coffee Road or Calloway 
Drive to get to the university, avoiding State Route 99 altogether. From the north, 
motorists could drive south on State Route 99, exit at Rosedale Highway, drive to 
Mohawk Street, and cut over to Coffee Road or Calloway Drive using the Westside 
Parkway. Along State Route 178, motorists could take State Route 178 to 
Downtown Bakersfield, use 24th Street to Oak Street, take Oak Street to Truxtun 
Avenue, and take the Truxtun Avenue extension to the Westside Parkway, exiting at 
Coffee Road or Calloway Drive. 

GP-47-2 The design of the project would improve operations and enhance safety for all 
modes of traffic. Sidewalks and crosswalks would also be provided at all 
intersections to facilitate the movement of nonmotorized and pedestrian traffic in the 
project area. Accordingly, the project would result in safety benefits associated with 
considerably less congestion on local streets and State Route 99.  

It is noted Real Road is lightly used except when it runs into the bottleneck at 
Stockdale Highway. The Centennial Corridor Traffic Study examined the intersection 
at Stockdale Highway and Real Road, which was experiencing level of service F in 
2008. The traffic study examines existing, opening year (2018), and design year 
(2038) traffic conditions. By 2038, traffic volumes passing through this intersection 
(identified as intersection #51 in the Traffic Study report) under “No Build” conditions 
will increase to 11,260 vehicles for the two peak hours, AM and PM combined, an 
increase of 56 percent. Under the No Build Alternative, the intersection would result 
in further safety problems due to the increase in congestion.  

In order to address this increase in traffic, Stockdale Highway will be widened to six 
through lanes, compared to the four through lanes that currently exist at Stockdale 
Highway’s intersection with Real Road. The widening will allow for better traffic flow 
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and a decrease in congestion as the build conditions will attract vehicles away from 
the surface arterial streets. In conjunction with the elimination of the Stockdale off-
ramp, traffic volumes will be less on Stockdale Highway and Real Road compared 
with the no-build conditions; the reduction in congestion would enhance safety for all 
motorists. The average delay per vehicle data can be found in the Executive 
Summary on page 27 and in the main body of the Traffic Study technical report on 
page 45 (Table 2-5) for existing, page 189 (Table 4-14) for future No Build, and 
page 243 (Table 4-28) for Build Alternative B. The intersection turning movement 
volumes passing through intersection #51 can be found in Figure 2-14 on page 41. 
Year 2038 peak-hour intersection traffic volumes for the No Build Alternative are 
reported on page 95 in Figure 3-8 and in Figure 3-18 on page 123 for Alternative B. 

GP-47-3 The overall Centennial Corridor aesthetic design theme is intended to be compatible 
with surrounding neighborhoods and in keeping with the overall Westside Parkway 
design theme, to the extent feasible, including landscaping, sound walls, bridge 
treatments, and lighting fixtures. By designing aesthetic treatments to be consistent 
with the Westside Parkway, this would provide a cohesive visual character to the 
highway corridor.  

Furthermore, landscaping would be implemented upon completion of construction. 
Plant material would consist of native, drought-tolerant, and self-sustaining species. 
Any proposed plant material shall be approved by the District Landscape Architect 
and would not include any invasive species. With similar aesthetic treatment, no 
visual contrast along the corridor would be seen.  
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GP-48-1 Caltrans recognizes the positive effects of nonmotorized transportation, such as 
bicycles, on the environment. By providing a bicycle connection within the 
Centennial Corridor Project area, it is possible that an improved bicycle connection 
to an existing Class I and Class II bicycle facility could increase bicycle usage.  

Caltrans has decided to include a bicycle and pedestrian connection between 
California Avenue and Commerce Drive as part of the project. This decision was 
made in response to public requests for a bicycle connection spanning over the 
Carrier Canal. This improvement would enhance bicycle and pedestrian connectivity 
and would result in minimal effects to the environment during construction. 

GP-48-2 Your comment has been noted. It is the goal of the Centennial Corridor Project to 
improve quality of life for the Bakersfield community, including reducing traffic. 

GP-48-3 Your comment is acknowledged. 

GP-48-4 Your comment has been noted. 

GP-48-5 Your comment is acknowledged. Caltrans thanks you for participating in the 
environmental process for the Centennial Corridor Project. 
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Response to Comment GP-49 

Comment 
Code 

Response 

GP-49-1 A southbound State Route 99 to westbound State Route 58 direct connector will not 
be constructed as part of the Centennial Corridor Project; none of the build 
alternatives analyzed provide direct connector ramps from southbound State Route 
99 to westbound State Route 58 because of the low southbound-to-westbound 
traffic volumes for existing and projected future traffic forecasts.  

A deficiency in traffic operations for either current or future conditions is required to 
substantiate the need for a southbound State Route 99 to westbound State Route 
58 direct connector. If future traffic volumes necessitate construction of this direct 
connector, a separate project that would allow for the integration of a southbound 
State Route 99 to westbound State Route 58 direct connector would be initiated by 
Caltrans. 

Caltrans acknowledges commuters along southbound State Route 99 would have to 
use local surface streets to connect to westbound State Route 58. Access to 
westbound State Route 58 from State Route 99 is provided on the State Route 99 
interchange with existing Rosedale Highway, connecting to the Westside Parkway 
via Mohawk Street. Caltrans is improving the State Route 99/Rosedale Highway 
interchange by providing additional turn lanes at the southbound off-ramp, which will 
enhance the turning capacity from the current one left-turn plus one shared left- and 
right-turn lane configuration to two left-turn lanes and two free-right-turn lanes. As 
part of a separate project, Caltrans will widen Rosedale Highway from two lanes in 
each direction to three lanes in each direction from west of Gibson Street to Mohawk 
Street and beyond. Rosedale Highway will be constructed with or without the 
Centennial Corridor Project.  

Although the project is not providing a southbound State Route 99 to westbound 
State Route 58 direct connector because of the low traffic demand for this direction 
of travel, the Centennial Corridor Project meets the purpose and need by providing 
route continuity and associated traffic congestion relief along State Route 58 within 
metropolitan Bakersfield and Kern County from the existing State Route 58 (East) 
(at Cottonwood Road) to Interstate 5.  

An eastbound State Route 58 to northbound State Route 99 connector is also not 
included as a project feature due to the low traffic volumes for the eastbound to 
northbound movement. It is anticipated that vehicles traveling east on State Route 
58 would take the Mohawk Street exit and travel via Rosedale Highway to the 
Rosedale Highway/State Route 99 interchange for northbound travel. If traffic 
demand necessitates construction of this connector, Caltrans will initiate a future 
stand alone project. The project would be designed to allow for the eastbound-to-
northbound connector to be added in the future.  
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GP-50-1 The overall Centennial Corridor aesthetic design theme shall be compatible with 
surrounding neighborhoods and in keeping with the overall Westside Parkway 
design theme, to the extent feasible, including landscaping, sound walls, bridge 
treatments, and lighting fixtures. By designing aesthetic treatments to be consistent 
with the Westside Parkway, a cohesive visual character will be created. 

GP-50-2 Your comment has been noted. 

GP-50-3 An exact number of trees to be planted could not be quantified because of the 
limited design plans available during the environmental phase of the project. The 
number and type of trees to be planted depend on the mitigation requirements of the 
project and the landscape plan that would be developed during the final design 
phase of the project.  

However, the Centennial Corridor Project will fund a $200,000 grant to be provided 
to a non-profit organization, who will administer the voluntary tree planting program 
in order to plant as many trees as possible within 1,500 feet of the project until funds 
have been exhausted. The voluntary tree-planting program would allow property 
owners to have this air quality mitigation on their property if they are willing to take 
responsibility for watering and care of the tree(s). The estimate of $200,000 is based 
on the commercial-nursery cost of providing one 24-inch boxed tree for each 
property within 500 feet of the freeway.  

Trees would be planted within private properties on a voluntary basis, with the 
highest priority of tree plantings to environmental justice communities within1,000 
feet of the Preferred Alternative B alignment, and secondly, properties within 500 
feet of each side of the Alternative B alignment. If trees are available after the 
primary and secondary targeted areas, property owners within 1,500 feet of each 
side of the alignment would be given an opportunity for tree plantings. If trees are 
still available, they may be planted at other locations in consultation with and 
approved by the city of Bakersfield.  

To construct the project, it will be necessary to remove trees. Caltrans intends to 
preserve as many mature trees as feasible. A tree survey will be completed during 
the final design phase of the project that would identify locations of existing mature 
trees (larger than 20 feet high). Caltrans would identify trees within the project area 
that could be preserved and provide fencing in the design plans to protect them. If a 
tree could not be preserved, the landscape plan will incorporate a tree replacement 
plan with a replacement ratio of 1:1—for every tree removed, a tree will be planted. 
Mature trees that are to be removed shall be replaced using 20-inch box trees.  

When the number of trees to be removed has been identified, an exact number and 
type of plantings could be provided, which will be included in the landscape plans 
during final design. 
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GP-51-1 Your support for the No Build Alternative is acknowledged. The design of the 
Centennial Corridor will not eliminate all access points to State Route 99 and State 
Route 58. The Centennial Corridor Project will remove the State Route 58 connector 
to southbound State Route 99 and eastbound State Route 58 at Real Road. 
However, access to State Route 99 and State Route 58 will remain the same to the 
north, east, and south of the interchange. In addition, the Centennial Corridor Project 
is proposing to construct connectors linking State Route 58 and State Route 99 for 
the following movements: westbound State Route 58 to northbound State Route 99, 
southbound State Route 99 to eastbound State Route 58, northbound State Route 
99 to eastbound State Route 58 and eastbound State Route 58 to southbound State 
Route 99. The Centennial Corridor Project would remove a section of State Route 
58 from State Route 99, so State Route 58 traffic would be rerouted to help relieve 
congestion on State Route 99. However, the project is not providing a southbound 
State Route 99 to westbound State Route 58 or an eastbound State Route 58 to 
northbound State Route 99 connector for the reasons described below. 

A southbound State Route 99 to westbound State Route 58 direct connector will not 
be constructed as part of the Centennial Corridor Project; all of the build alternatives 
analyzed do not provide direct connector ramps from southbound State Route 99 to 
westbound State Route 58 because of the low southbound-to-westbound traffic 
volumes for existing and projected future traffic forecasts. A deficiency in traffic 
operations for either current or future conditions is required to substantiate the need 
for a southbound State Route 99 to westbound State Route 58 direct connector. 
However, preliminary plans for all of the alternatives allow for the integration of a 
southbound State Route 99 to westbound State Route 58 direct connector ramp to 
be constructed at a future date when the need for this direct connector has been 
identified. If future traffic volumes necessitate construction of this direct connector, a 
separate project would be initiated by Caltrans. 

Caltrans acknowledges commuters along southbound State Route 99 would have to 
use local surface streets to connect to westbound State Route 58. Access to 
westbound State Route 58 from State Route 99 is provided on the State Route 99 
interchange with existing Rosedale Highway, connecting to the Westside Parkway 
via Mohawk Street. Caltrans is improving the State Route 99/Rosedale Highway 
interchange by providing additional turn lanes at the southbound off-ramp, which will 
enhance the turning capacity from the current one left-turn plus one shared left- and 
right-turn lane configuration to two left-turn lanes and two free-right-turn lanes. As 
part of a separate project, Rosedale Highway will be widened from two lanes in each 
direction to three lanes in each direction from west of Gibson Street to Mohawk 
Street and beyond. Rosedale Highway will be constructed with or without the 
Centennial Corridor Project.  

Although the project is not providing a southbound State Route 99 to westbound 
State Route 58 direct connector because of the low traffic demand for this direction 
of travel, the Centennial Corridor Project meets the purpose and need of the project 
by providing route continuity and associated traffic congestion relief along State 
Route 58 within metropolitan Bakersfield and Kern County from the existing State 
Route 58 (East) (at Cottonwood Road) to Interstate 5.  

An eastbound State Route 58 to northbound State Route 99 connector is also not 
included as a project feature due to the low traffic volumes for the eastbound to 
northbound movement. It is anticipated that vehicles traveling east on State Route 
58 would take the Mohawk Street exit and travel via Rosedale Highway to the 
Rosedale Highway/State Route 99 interchange for northbound travel. If traffic 
demand necessitates construction of this connector, Caltrans will initiate a future 
stand alone project. The project would be designed to allow for the eastbound-to-
northbound connector to be added in the future.  
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GP-51-2 As discussed in Section 3.1.6, Traffic and Transportation/Pedestrian and Bicycle 
Facilities, the traffic study showed the build alternatives would provide better traffic 
flow for all vehicles due to direct route continuity compared to both the existing 
condition and the No Build Alternative in the future years. Furthermore, the additional 
capacity provided by the build alternatives compared to the No Build Alternative 
would also help reduce congestion on adjacent local roadways because traffic is 
expected to shift to the freeway. 

GP-51-3 The potential short- and long-term noise effects of the project and measures to 
address those effects are detailed in Section 3.2.7, Noise, of the final environmental 
document (Volume 1). Results of the traffic noise analysis for each build alternative 
indicate traffic noise would generally increase as a result of the build alternatives. 
Sound walls are proposed to reduce the traffic noise at the residential areas 
adjacent to the freeway. No traffic noise increase is anticipated at 226 Cypress 
Street, due to the distance to State Route 99 and the new portion of the roadway. 

GP-51-4 The Air Quality Study Report conducted for this project concludes that air quality 
impacts would be less than significant. There will be minimization measures 
implemented in this project to ensure adequate air quality levels during project 
construction and after project completion. Please refer to Section 3.2.6, Air Quality, of 
the final environmental document (Volume 1) for information on specific mitigation 
techniques and healthy air quality levels.  

Air Quality Effects during Construction 

It is acknowledged that construction of the project has the potential to create air 
quality impacts through the use of heavy-duty construction equipment. Fugitive dust 
emissions would result from earthwork and onsite construction activities. Reductions 
in fugitive dust can be achieved by onsite mitigation measures. Compliance with the 
standard conditions SC-CI-20 through SC-CI-22 listed under Avoidance, 
Minimization, and Mitigation Measures – Air Quality, Standard Conditions (refer to 
Section 3.6, Construction Impacts), would reduce construction emissions. Some of 
these measures to control dust include using water or chemical 
stabilizer/suppressant, covering disturbed areas with tarps, and limiting speeds in 
unpaved areas. Air emissions associated with construction activity would be 
temporary and would cease to occur after project construction is completed. 

Permanent Air Quality Effects 

The air quality study prepared for the Centennial Corridor Project indicates that 
potential air quality impacts were found to be less than significant and that the 
project would improve regional air quality due to reduction in congestion on local 
roadways and vehicle idling. Improvements to air quality are also attributed to the 
improved pollution emission performance of a modernizing fleet of all vehicles, 
especially heavy diesel trucks, as a result of Federal and State fuel content and 
engine emissions rules. In addition, the results of the air quality analysis indicate that 
the Centennial Corridor Project would be within regional and Federal air quality 
standards and would not cause or contribute to a violation of any air quality 
standards. To further minimize air quality pollutants within the general area of the 
project, Caltrans has entered into a Voluntary Emission Reduction Agreement with 
the San Joaquin Valley Air Pollution Control District. Through this agreement, 
targeted air quality improvements will be implemented within the general area along 
the Preferred Alternative B alignment. More detailed information on air quality 
analysis can be found in Section 3.2.6, Air Quality. For more information on the 
Voluntary Emission Reduction Agreement, please see Appendix L, Volume 2 of this 
final environmental document.  

GP-51-5 It is acknowledged substantial neighborhood disruption would occur as a result of 
implementing Alternative B, including business and residential displacements; 
permanent street closures; higher exposure to vehicle noise; and division of the 
existing Westpark neighborhood. Between Ford Avenue and California Avenue, the 
alignment would be generally depressed, with overcrossings proposed at 
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Marella Way and La Mirada Drive to help with local traffic circulation and provide 
access across the proposed freeway from areas formerly served by other nearby 
streets. In addition, Marella Way would be designated as a bikeway to replace an 
existing bikeway on Montclair Street that would be closed by the project. An 
undercrossing at Ford Avenue was also considered, and Caltrans has decided to 
implement the crossing. The Ford Avenue undercrossing would maintain the 
connection of Ford Avenue between Stine Road and McDonald Way.  

Changes to several local residential streets would be required as part of construction 
of the new freeway, resulting in street closures; however, local access and 
circulation would be maintained for residents adjacent to the Alternative B alignment. 
Within a 2-mile area of the Westpark neighborhood, access to the freeway is 
provided at three locations: California Avenue, Mohawk Street, and Ming Avenue.  

GP-51-6 Based on the preliminary design, right-of-way and construction easements required 
to build the project would necessitate partial and full acquisitions of many parcels. At 
times, the property acquisition process would result in some properties being 
acquired, while neighboring properties remain in place. Alternative B would fully 
acquire 293 properties and partially acquire 129 properties. Of these, 215 of the full 
acquisitions would be residential parcels, and 34 of the partial acquisitions would be 
residential parcels. 

Please refer to Response to Comments GP-51-2 and GP-51-3 for discussions on 
congestion and noise. 

As discussed in Section 3.1.4.2, Relocation and Property Acquisition, per Standard 
Condition SC-R-1, Caltrans, in coordination with the city of Bakersfield, shall 
implement all property acquisition and relocation activities in accordance with the 
Uniform Relocation Assistance and Real Property Acquisition Policies Act (Uniform 
Act) of 1970 (Public Law 91-646, 84 Stat. 1894). The Uniform Act mandates that 
certain relocation services and payments be made available to eligible residents, 
businesses, and nonprofit organizations displaced by the project. The Uniform Act 
provides uniform and equitable treatment by Federal or Federally assisted programs 
of persons displaced from their homes, businesses, or farms, and establishes 
uniform and equitable land acquisition policies. See Appendix D in Volume 2 for 
more information on Caltrans’ Relocation Assistance Program. Additionally, 
Mitigation Measure R-1 (Section 3.1.4.2) includes measures that may be considered 
by Caltrans for incorporation into the relocation plan to minimize impacts to 
displaced businesses and residences. Accordingly, acquisitions would be conducted 
as necessary to build the approved project, and displaced residents would be 
provided just compensation in accordance with the Uniform Act.  

Right-of-way acquisition will not be finalized until the final design phase. All potential 
acquisitions are subject to change during final design. Caltrans offers brochures that 
explain the acquisition process for renters, property owners, and businesses. The 
Right-of-Way Manual can be found on the Caltrans web site: 
http://www.dot.ca.gov/hq/row/.  

GP-51-7 It has been expressed in some of the comments received from the public that the 
project would result in decreased property values due to temporary construction 
impacts, permanent construction impacts, and property acquisitions. The final 
environmental document does not specifically discuss property values as part of the 
analysis. Real estate market prices are mainly based on comparative sales in the 
area. Many factors contribute to market values, including location, neighborhood, 
current real estate sales in the area, school system, crime, taxes, government 
services, parks/recreation, and features of the home. The Centennial Corridor 
Project may or may not have an effect on the property values.  

Past research using case studies on the effects of introducing new highway facilities 
near residential properties indicates that over the duration of a longer time period, 
property values will rise after an initial period of downward movement. 
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GP-51-8 As part of the initial scoping process for the Centennial Corridor Project, Caltrans 
considered a wide range of alternatives. Six build alternatives were developed by 
Caltrans and introduced at a public information meeting in March 2008. In addition, 
alternatives suggested by the public and alternatives from previous studies (the 
Bakersfield Systems Study [2002] and the Final Route 58 Route Adoption Project, A 
Tier I Environmental Impact Statement/Environmental Impact Report [2001]) were 
also evaluated as part of the initial screening. Even though the earlier studies 
rejected some of these alternatives, Caltrans determined they should be subject to 
the initial screening criteria as potential alternatives for the Centennial Corridor 
Project. Nineteen (19) alternatives were reviewed as part of the initial screening 
process. Eighteen (18) of these alternatives proposed construction of new roadway 
alignments (see Figure 2-7 provided in Volume 2), and 1 alternative proposed the 
Transportation Systems Management/Transportation Demand Management/Transit 
Alternative (Alternative M).  

The initial screening process done in 2008 determined that Alternatives A, B, C, and 
D, the No Build Alternative, and Alternative M warranted further study. These 
alternatives all received further analysis and additional screening.  

If an alternative does not achieve the intended purpose established for the project, it 
does not make sense to continue spending resources evaluating it, so it is 
eliminated from further consideration. Another factor in screening alternatives was 
the cost. An alternative was eliminated if the cost substantially exceeded the 
available funding. Alternatives D and M were eliminated after further screening 
because they did not meet the intended purpose and exceeded the cost.  

As discussed in Section 2.1.4, Identification of a Preferred Alternative, as part of the 
screening process, three build alternatives, A, B, and C, were identified and 
evaluated at an equal level of detail in the technical studies and the final 
environmental document. All three alternatives meet the project purpose and need 
of providing route continuity for State Route 58.  

Section 4(f) evaluations for each of the build alternatives were critical for determining 
the Preferred Alternative, among other things. Section 4(f) requires consideration of 
impacts on parkland and historic properties. Alternative B is the feasible and prudent 
alternative because it avoids impacts to Section 4(f) resources. Alternative A would 
impact the Kern River Parkway and the Rancho Vista Historic District, while 
Alternative C would have direct impacts to Saunders Park, a Section 4(f) property in 
an environmental justice community. Even with design modifications to Alternatives 
A and C, Section 4(f) resources could not be avoided; therefore, they could not be 
determined to be the Preferred Alternative. Alternative B has no impacts to Section 
4(f) resources. Please refer to Table B.3 in Appendix B of Volume 2, Section 4(f), for 
a breakdown of feasibility analysis. 

In addition to having no impacts to Section 4(f) resources, Alternative B has the least 
impact on jurisdictional waters. The cost of Alternative B is also the lowest, costing 
about $100 million less than the other two build alternatives.  

Therefore, after comparing and weighing the benefits and impacts of Alternatives A, 
B, and C, some of which are summarized in Tables S.1 and 2.1 of Volume 1 this 
final environmental document, Caltrans has identified Alternative B as the Preferred 
Alternative. For more information about the selection process, please see Section 
2.1.4, Identification of Preferred Alternative, in Volume 1.  

The alternative suggested is very similar to Alternative C and Section 4(f) Avoidance 
Alternatives: East Avoidance Realignment and Construct State Route-58 in Median 
of State Route 99 (see Appendix B, Section 4(f) Evaluation, Section 6.0). These 
three alternatives propose to add additional lanes adjacent to State Route 99 and 
provide a viaduct over California Avenue.  Alternative C proposes additional lanes to 
the west of State Route 99, the East Avoidance Realignment proposes to construct 
lanes east of State Route 99 and the Construct State Route 58 in the Median of 
State Route 99 proposed to build within State Route 99. 

The alternative proposed by the commenter does not consider Caltrans’ design 
requirements for improving an existing state route. The commenter’s proposed 
alternative to “add a lane to existing 99 and leaving interchange at 99/58 intact” does 
not meet the intended purpose established for the project to provide a continuous 
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route along State Route 58 because it would continue as a shared route with State 
Route 99 between Rosedale Highway and the State Route 58/State Route 99 
interchange for both north and south travelling vehicles.  

The impacts of these three similar alternatives were studied and documented. The 
two Section 4(f) Avoidance Alternatives were determined to be not prudent (see 
Table B.3 Summary of Avoidance Alternatives Analysis) because of the 
extraordinary additional costs; severe social, economic or environmental impacts of 
extraordinary magnitude; and not allowing for future expansion of the state route 
facility. 
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GP-52-1 Your support for the No Build Alternative is acknowledged. Caltrans thanks you for 
participating in the environmental process for the Centennial Corridor Project. Based 
on preliminary design plans for Alternative B, on- and off-ramps are provided at 
Mohawk Street, California Avenue and Ming Avenue. These interchanges are 
located less than 2 miles from the Westpark neighborhood. Between Ford Avenue 
and California Avenue, the alignment would be depressed, with overcrossings 
proposed at Marella Way and La Mirada Drive to help with local traffic circulation 
and provide access across the proposed freeway from areas formerly served by 
other nearby streets. In addition, Marella Way would be designated as a bikeway to 
replace an existing bikeway on Montclair Street that would be closed by the project. 
An undercrossing at Ford Avenue was also considered, and Caltrans has decided to 
implement the crossing. The Ford Avenue undercrossing would maintain the 
connection of Ford Avenue between Stine Road and McDonald Way. Preliminary 
design plans also indicate access to and from Kentfield Drive will require travel on 
Fallbrook Street. It is anticipated traffic volumes on Kentfield Drive and Hillsborough 
Drive would decrease due to several residential acquisitions. As a result of the 
decrease in neighborhood traffic on these two streets, traffic along Fallbrook Drive 
would also decrease.  

GP-52-2 The Kern Council of Governments Regional Travel Demand Model was utilized, 
along with existing traffic counts and engineering judgment, to forecast peak-hour 
traffic volumes at key study intersections. One of the key intersections was 
Stockdale Highway and California Avenue, identified as intersection #35 in the 
Traffic Study technical report. A comparison of Year 2038 traffic volumes at this 
intersection under no-build conditions and Build Alternative B conditions indicates 
that traffic volumes will decrease as a result of the build project on both California 
Avenue and Stockdale Highway passing through this intersection. The traffic 
reductions during the PM peak hour (the peak hour with the heaviest volumes) will 
range from -10 to -31 percent for eastbound and westbound Stockdale Highway 
approach volumes respectively, and -4 to -19 percent for northbound and 
southbound California Avenue approach volumes, respectively.  

GP-52-3 The predicted future peak hourly average traffic noise level at Receiver RB-51 which 
is the second house from the freeway would be 62 decibels in comparison to the 
existing peak hourly noise level of 51 decibels. This impact is lower than the noise 
abatement criteria of 67 decibels for residential areas, as shown in Table 3.32 in 
Section 3.2.7, Noise, Volume 1. Nevertheless, a sound wall would be constructed at 
this location. The proposed 12 foot sound wall at this area would reduce the noise 
level to 59 decibels, resulting in a net increase of 8 decibels in comparison to the 
existing noise level. Traffic noise levels were not predicted at 4413 Kentfield Drive, 
but based on the distance to the freeway, traffic noise would be lower by 3 decibels 
in comparison to Receiver RB-51. Therefore, the future predicted peak hourly noise 
level at 4413 Kentfield Drive with the proposed sound wall would be 56 decibels, 
about 5 decibels higher than the existing peak hour noise level. An increase in noise 
less than 5 decibels is barely perceptible to the human ear. Traffic noise levels will 
be much lower during the evening and night hours. Sound walls provide a 
substantial reduction in traffic noise levels, but they would not completely eliminate 
traffic noise. 

GP-52-4 Caltrans will not be providing dual-pane windows to address potential noise and air 
impacts. Sound walls would be constructed as part of this project to address noise 
impacts. 

GP-52-5 Your comment has been noted. Real estate market prices are mainly based on 
comparative sales in the area. Many factors contribute to market values, including 
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location, neighborhood, current real estate sales in the area, school system, crime, 
taxes, government services, parks/recreation, and features of the home.  

GP-52-6 Your comment has been noted. Property acquisition is determined by the property’s 
location within Caltrans’s right-of-way to construct the project. Caltrans will only 
purchase property if the parcel is needed for a project, or if a property is being 
affected to such an extent it is considered nonfunctional (inadequate access to and 
from your property). Your property is not within the required Caltrans right-of-way, 
and your property will not be affected to an extent where it is considered 
nonfunctional. 

GP-52-7 It has been expressed in some of the comments received from the public that the 
project would result in decreased property values due to various reasons, including 
temporary construction impacts, permanent construction impacts, and property 
acquisitions. Real estate market prices are mainly based on comparative sales in 
the area. Many factors contribute to market values, including location, 
neighborhood, current real estate sales in the area, school system, crime, taxes, 
government services, parks/recreation, and features of the home. The Centennial 
Corridor Project may or may not have an effect on the property values. In addition, 
Caltrans has found no literature, studies, or evidence that property values would 
decrease because of the realization of the Centennial Corridor. 

Past research using case studies on the effects of introducing new highway facilities 
near residential properties indicate that over the duration of a longer time period, 
property values will rise after an initial period of downward movement. More 
information regarding property values can be found in the Community Impact 
Assessment Study. 

GP-52-8  The house at 4413 Kentfield Drive is located at least 250 feet from nearest major 
construction activities related to the proposed freeway construction. At such 
distance construction activities such as moving dirt, grading, and compacting would 
not generate strong enough vibration to cause any structural damage. The 
contractor will be monitoring vibration levels during major construction activities and 
will implement the proper mitigation measures to reduce vibration levels. The project 
construction and/or operation is not expected to attract any additional bugs or 
rodents to the area than what previously existed. It is also not expected that the 
project construction would cause either bugs or rodents currently in the area to 
relocate in homes, neighborhoods or public spaces. The construction areas 
associated with the project are urbanized and/or developed areas that are not 
suitable habitat for any bugs or rodents. These areas include existing development 
and roadway facilities. In addition, the implementation of utility relocation plans 
would be used so long-term service disruption is not expected. Prior to the start of 
construction, neighborhoods along the project alignment will be provided contact 
information for getting additional information or file claims.  

GP-52-9 After construction of the project, access to Centennial Park via Fallbrook Street is 
only provided at La Mirada Drive. The proposed project would not affect the 
availability of on-street parking along Fallbrook Street once the project is 
constructed. However, Fallbrook Street would be converted into a cul-de-sac at 
Marella Way, which would eliminate a few existing on-street parking spaces. There 
would be sufficient surplus parking on the adjacent streets, and the existing surface 
parking lots at the park would remain available to park users.  

While Caltrans will work closely with the city of Bakersfield to minimize potential 
impacts to local traffic and pedestrian access near Centennial Park during the 
construction phase of the project, we encourage you to work with the city of 
Bakersfield Recreation and Parks Department to influence the relocation of the 
park’s physical amenities. Additionally, if your driveway is blocked by illegally parked 
vehicles, please notify the Bakersfield Police Department. If on-street parking 
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severely affects access to your property, you could notify the city of Bakersfield’s 
Public Works Department to request parking restrictions within your area. 

GP-52-10 Please see end of response GP-52-9 concerning contacting the city’s Police 
Department or Public Works Department, depending on the issue. Caltrans 
acknowledges that your concern about limited parking is valid due to the proximity of 
the park in your area; however, it is important to note that similar cul-de-sacs and 
short streets with only one exit are fairly common in the Westpark neighborhood. 

GP-52-11 The project landscape/aesthetic plans have yet to be finalized. If feasible, the project 
will accommodate more decorative designs on the walls. Additionally the 
landscaping would include several factors, such as aesthetics and drought tolerant 
plants. 

GP-52-12 Several alternatives were initially screened prior to the preparation of the draft 
environmental document. One of the alternatives includes construction of a new 
freeway along State Route 223, which would have traversed outside the city. This 
alternative, known as Public Alternative 3, did not meet the purpose of the project 
and would have exceeded the availability of funds (at a cost of $1.72 billion). As a 
result, this alternative was not carried forward. Discussion regarding eliminated 
alternatives can be found in Section 2.1.5, Alternatives Considered but Eliminated 
from Further Discussion, in Volume 1 of this final environmental document. 

GP-52-13 Your comment is acknowledged. 
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GP-53-1 None of the alternatives analyzed would provide direct connector ramps from 
southbound State Route 99 to westbound State Route 58 because of the low 
southbound-to-westbound traffic volumes for existing and projected future traffic 
forecasts. A deficiency in traffic operations for either current or future conditions is 
required to substantiate the need for a southbound State Route 99 to westbound 
State Route 58 direct connector. However, preliminary plans for all of the 
alternatives allow for the integration of a southbound State Route 99 to westbound 
State Route 58 direct connector ramp to be constructed at a future date when the 
need for this direct connector has been identified. If future traffic volumes 
necessitate construction of this direct connector, a separate project would be 
initiated by Caltrans. For more information please refer to Section 3.1.6, Traffic and 
Transportation/Pedestrian and Bicycle Facilities, Volume 1 of this final 
environmental document.  
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GP-54-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project.  

After comparing and weighing the benefits and impacts of all of the feasible 
alternatives (Alternatives A through C), Caltrans has identified Alternative B as the 
Preferred Alternative. This determination was made after reviewing the 
environmental impacts, including the following factors: 

Section 4(f) requires consideration of impacts on parkland and historic properties. 
Alternative B is the feasible and prudent alternative because it avoids impacts to 
Section 4(f) resources. Alternative A would impact the Kern River Parkway and the 
Rancho Vista Historic District, while Alternative C would have direct impacts to 
Saunders Park, which is a Section 4(f) property in an environmental justice 
community. Even with design modifications, neither Alternative A nor Alternative C 
could avoid Section 4(f) resources; therefore, only Alternative B was found as 
reasonable and prudent. Please refer to Table B.3 in Appendix B in Volume 2, 
Section 4(f), for a breakdown of feasibility analysis. 

Relocations were another crucial factor for the evaluation of the Build Alternatives. 
Alternative A requires the most property acquisitions and would produce the 
greatest number of displacements, totaling 356 residences and 127 businesses. 
Alternative C would displace fewer residents, but would require the most business 
displacements by taking 198 businesses. Alternative B would affect more housing 
displacements, but less business displacements than Alternative C. Alternative B 
has more community impacts since the alignment would bisect the Westpark 
neighborhood (in a diagonal manner), changing travel patterns within the general 
area. Alternative C would concentrate most of its residential displacements in two 
environmental justice communities, with the largest concentration of single-family 
home displacements in the environmental justice community south of Saunders 
Park. Alternative B has the least impact on environmental justice communities. 

The cost of the Build Alternatives also came under review. Alternative B was found 
to be the least expensive to construct compared to the other two build alternatives.  

Alternative B provides the most effective and feasible solution to predicted traffic 
congestion. Future 2038 traffic forecasts indicate better freeway operations for 
Alternative B; four deficient freeway segments are identified for Alternative B, while 
five deficient freeway segments are identified for Alternative C. 

Please review Section 2.1.3, Comparison of Alternatives, in the final environmental 
document (Volume 1) for more detail about each alternative and their impacts on 
pollution, construction, and cost. The decision to select Alternative B as the 
Preferred Alternative is not solely a Caltrans decision; input from the city of 
Bakersfield, County of Kern, and the public were considered prior to the selection of 
Alternative B. 
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GP-55-1 Caltrans acknowledges that landscaping reduces surface warming and reduces 
carbon dioxide and understands the benefit of trees in reducing air quality pollutants 
and will preserve as many mature trees as practical. The landscape plan will 
incorporate a tree replacement plan that would plant one tree for every tree removed 
using 20-inch box (mature) trees. Caltrans is also proposing to provide tree plantings 
within private property. The Centennial Corridor Project will fund a $200,000 grant to 
be provided to a non-profit organization, who will administer the voluntary tree 
planting program in order to plant as many trees as possible within 1,500 feet of the 
project alignment until funds have been exhausted. The voluntary tree-planting 
program would allow property owners to have this air quality mitigation on their 
property if they are willing to take responsibility for watering and care of the tree(s). 
Trees would be planted within private properties on a voluntary basis, with the 
highest priority for tree plantings in environmental justice communities within 1,000 
feet of the Preferred Alternative B alignment, and secondly, properties within 500 
feet of each side of the Alternative B alignment. If trees are available after the 
primary and secondary targeted areas, property owners within 1,500 feet of each 
side of the alignment would be given an opportunity for tree plantings. If trees are 
still available, they may be planted at other locations in consultation with and 
approved by the city of Bakersfield.  

Permanent Air Quality Effects 

The air quality study prepared for the Centennial Corridor Project indicates that 
potential air quality impacts were found to be less than significant and that the 
project would improve regional air quality due to reduction in congestion on local 
roadways and vehicle idling. Improvements to air quality are also attributed to the 
improved pollution emission performance of a modernizing fleet of all vehicles, 
especially heavy diesel trucks, as a result of Federal and State fuel content and 
engine emissions rules. In addition, the results of the air quality analysis indicate that 
the Centennial Corridor Project would be within regional and Federal air quality 
standards and would not cause or contribute to a violation of any air quality 
standards. To further minimize air quality pollutants within the general area of the 
project, Caltrans has entered into a Voluntary Emission Reduction Agreement with 
the San Joaquin Valley Air Pollution Control District. Through this agreement, 
targeted air quality improvements will be provided within the general area along the 
Preferred Alternative B alignment. More detailed information on air quality analysis 
can be found in Section 3.2.6, Air Quality. 

Air Quality Effects during Construction 

Construction of the project has the potential to create air quality impacts through the 
use of heavy-duty construction equipment. Fugitive dust emissions would result from 
earthwork and onsite construction activities. Reductions in fugitive dust can be 
achieved by onsite mitigation measures. Compliance with the standard conditions 
SC-CI-20 through SC-CI-22 listed under Avoidance, Minimization, and Mitigation 
Measures – Air Quality, Standard Conditions (refer to Section 3.6, Construction 
Impacts), would reduce construction emissions. Some of these measures to control 
dust include using water or chemical stabilizer/suppressant, covering disturbed 
areas with tarps, and limiting speeds in unpaved areas. Air emissions associated 
with construction activity would be temporary and would cease to occur after project 
construction is completed. 

GP-55-2 After evaluating all comments received during the public review period for the Draft 
Environmental Impact Report/Environmental Impact Statement, Caltrans has 
selected Alternative B as the Preferred Alternative. Caltrans has certified that the 
project complies with the California Environmental Quality Act, prepared findings for 
all significant impacts identified, prepared a Statement of Overriding Considerations 
for impacts that will not be mitigated below a level of significance, and certified that 
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the findings and Statement of Overriding Considerations have been considered 
before project approval.  

The three build alternatives share many impacts that are the same or similar in 
magnitude. When determining a Preferred Alternative, the comparison focuses on 
those areas where the impacts are different or one alternative has greater impacts 
than the other alternatives. For the Centennial Corridor project, Alternative B avoids 
Section 4(f) properties, would not have disproportionate impacts on environmental 
justice communities, and is less costly. 

Section 4(f) of the Department of Transportation Act prohibits the Secretary of 
Transportation from approving a project that uses a Section 4(f) protected property if 
there is a feasible and prudent alternative to that use. Under Section 4(f) 
regulations, neither Alternative A nor C can be identified as the Preferred Alternative 
unless all of the other build alternatives can be shown not to be prudent and 
feasible. Even with design modifications, Alternatives A and C did not avoid Section 
4(f) resources and were not found to be prudent or feasible. The analytical process 
required by Section 4(f) is addressed in extensive detail in the final environmental 
document in Appendix B, Section 4(f) Evaluation.  

Of the three build alternatives presented, Alternative A is the most expensive, has 
the greatest number of displacements, and would have the greatest impact on 
wetlands. It also affects a park and the Rancho Vista Historic District, both Section 
4(f) properties. Alternative C is the more expensive when compared to Alternative B 
and would impact two environmental justice communities. It would also impact a 
Section 4(f) resource, Saunder’s Park. Only Alternative B presents an alternative 
that avoids all Section 4(f) resources and is considered prudent and feasible.  

GP-55-3 Caltrans agrees that construction of the freeway would cause impacts to the local 
neighborhood near Centennial Park. Chapter 3 of the final environmental document 
analyzes all three build alternatives and concludes that each would impact the 
existing community character in the areas they would traverse, including Westpark 
with Alternative B. The character and cohesiveness of this suburban development, 
which has existed since the early 1970s as an integrated community, would be 
changed, as detailed in Section 3.1.7, Visual/Aesthetics, Section 3.2.7, Noise, and 
Section 3.1.4, Community Impacts, in Volume 1. Impacts experienced at the 
neighborhood level would change the quality of life of many of the residents who live 
next to the new freeway. In addition, bisecting Westpark, as discussed in Section 
3.1.1.5, could hinder the connectivity of the area. Access within the neighborhood, 
currently characterized by the ability to travel by means of a variety of modes, 
including walking and bicycling, would be altered. Construction of a freeway would 
create physical barriers in Westpark where none existed before; however, 
community impacts have been reduced through implementation of several mitigation 
measures, including providing three crossings at Marella Way, La Mirada Drive, and 
Ford Avenue; aesthetic design treatments; preserving as many mature trees as 
practical and replacing all trees on a 1:1 basis; and being especially sensitive and 
providing enhanced attention to people with special needs—especially the elderly, 
disabled, and low-income population groups—as part of the relocation process. 
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GP-56-1 The potential short- and long-term noise effects of the project and measures to 
address those effects are detailed in the Noise Section, 3.2.7, of the final 
environmental document (Volume 1). Results of the noise analysis for each build 
alternative indicate traffic noise would generally increase as a result of project 
implementation. The primary function of sound walls is to provide noise abatement. 
However, these walls could also function to block vehicle emissions from nearby 
residents.  

GP-56-2 As mentioned in Response to Comment GP-56-1, the primary function of sound 
walls is to provide noise abatement; however, these walls could also function to 
block vehicle emissions from nearby residents. 

Permanent Air Quality Effects 

The air quality study prepared for the Centennial Corridor Project indicates that 
potential air quality impacts were found to be less than significant and that the 
project would improve regional air quality due to reduction in congestion on local 
roadways and vehicle idling. Improvements to air quality are also attributed to the 
improved pollution emission performance of a modernizing fleet of all vehicles, 
especially heavy diesel trucks, as a result of Federal and State fuel content and 
engine emissions rules. In addition, the results of the air quality analysis indicate 
that the Centennial Corridor Project would be within regional and Federal air quality 
standards and would not cause or contribute to a violation of any air quality 
standards. To further minimize air quality pollutants within the general area of the 
project, Caltrans has entered into a Voluntary Emission Reduction Agreement with 
the San Joaquin Valley Air Pollution Control District. Through this agreement, 
targeted improvements will be provided within the general area along the Preferred 
Alternative B alignment. More detailed information on air quality analysis can be 
found in Section 3.2.6, Air Quality. For more information on the Voluntary Emission 
Reduction Agreement, please see Appendix L in Volume 2 of this final 
environmental document.  
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GP-57-1 It is noted that Section 2(d) of Article XIII-A of the California Constitution and Section 
68, Rule 462.5 of the Revenue and Taxation Code generally provide that property 
tax relief shall be granted to any real property owner who acquires comparable 
replacement property after having been displaced by governmental acquisition or 
eminent domain proceedings. Accordingly, your current property tax rate may be 
transferable to a newly purchased, comparable replacement property. If the property 
is acquired by the project, right-of-way agents will provide further information and 
stipulations of the tax relief process. 

As discussed in Section 3.1.4.2, Relocation and Property Acquisition, per Standard 
Condition SC-R-1, Caltrans shall implement all property acquisition and relocation 
activities in accordance with the Uniform Relocation Assistance and Real Property 
Acquisition Policies Act (Uniform Act) of 1970 (Public Law 91-646, 84 Stat. 1894) in 
coordination with the city of Bakersfield. The Uniform Act mandates that certain 
relocation services and payments be made available to eligible residents, 
businesses, and nonprofit organizations displaced by the project. The Uniform Act 
provides uniform and equitable treatment by Federal or Federally assisted programs 
of persons displaced from their homes, businesses, or farms, and establishes 
uniform and equitable land acquisition policies. See Appendix D in Volume 2 for 
more information on Caltrans’ Relocation Assistance Program. Additionally, 
Mitigation Measure R-1 includes measures that may be considered by Caltrans for 
incorporation into the relocation plan to minimize impacts to displaced businesses 
and residences. These nine potential measures included in Mitigation Measure R-1 
are a conscientious approach to the relocation of businesses and homes. They 
emphasize children’s educational needs and resident’s accessibility to relocation 
assistance materials and were developed to facilitate the relocation process. See 
Section 3.1.4.2, Relocation and Property Acquisition, in Volume 1, and/or Appendix 
F in Volume 2 for more information about Mitigation Measure R-1. 

Right-of-way acquisition will not be finalized until the final design phase. All potential 
acquisitions are subject to change during final design. Caltrans offers brochures that 
explain the acquisition process for renters, property owners, and businesses. The 
Right-of-Way Manual can be found on the Caltrans web site: 
http://www.dot.ca.gov/hq/row/.  
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GP-58-1 A follow-up article was published by The Bakersfield Californian on September 10, 
2014, clarifying their error on the number of property acquisitions. The author 
counted temporary construction easements, which are not subject to permanent 
acquisition. 

If additional impacts are identified following approval of the Centennial Corridor final 
environmental document, either the final environmental document will need to be 
updated or a re-evaluation will be required, along with supporting studies and 
documents. However, neither of these options is anticipated at this time.  

GP-58-2 There are currently no plans to convert the Centennial Corridor into Interstate 40. 
Furthermore, it is not uncommon for Federal highway projects to include funding 
portions from local sources, commonly referred to as a “local match.” Typically, local 
match funds can be raised through numerous funding mechanisms, including city 
and/or county tax funds.  

Accordingly, funding for the project comes from multiple sources, including Safe, 
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users, 
Federal legislation signed into law on August 10, 2005. The following funding 
sources have been identified: 

• Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy 
for Users Section 1301 = $90.44 million 

• Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy 
for Users Section 1302 = $289.2 million 

• Other Federal sources = $12.97 million 

• State = $53 million 

• Kern County bond = $57.5 million 

• City of Bakersfield = $206.89 million 

GP-58-3 State and/or Federal law do not mandate a specific number of viable alternatives to 
be analyzed. It is noted that both the California Environmental Quality Act and 
National Environmental Policy Act require analysis of a no-build alternative for an 
environmental impact report and environmental impact statement, respectively. 
Under the California Environmental Quality Act, an environmental impact report 
requires analysis of a reasonable range of alternatives, including those which would 
attain most of the basic project objectives while avoiding or reducing the 
environmental effects of the project. Additionally, the National Environmental Policy 
Act requires that an environmental impact statement include analysis of all 
reasonable alternatives, including the no-build. Each viable alternative must be 
considered and discussed to a comparable level of detail.  

As part of the initial scoping process for the Centennial Corridor project, Caltrans 
considered a range of alternatives. Six build alternatives were developed by 
Caltrans and introduced at a public information meeting in March 2008. In addition, 
alternatives suggested by the public and alternatives from previous studies (the 
Bakersfield Systems Study [2002] and the Final Route 58 Route Adoption Project, A 
Tier I Environmental Impact Statement/Environmental Impact Report [2001]) were 
also evaluated as part of the initial screening. Even though the earlier studies 
rejected some of these alternatives, Caltrans determined they should be subject to 
the initial screening criteria as potential alternatives for the Centennial Corridor 
project. A total of 19 alternatives were reviewed as part of the initial screening 
process. Eighteen of these alternatives proposed construction of new roadway 
alignments (see Figure 2-7 provided in Volume 2), and one alternative proposed 
transportation system management and transit improvements.  

The initial screening process done in 2008 determined that Alternatives A, B, C, and 
D, and the No-Build Alternative, and the Transportation Systems 



Chapter 6  Responses to Comments from the General Public 

Centennial Corridor      1576 

Comment 
Code 

Response 

Management/Transportation Demand Management/Transit Alternative 
(Alternative M) warranted further study. These alternatives all received further 
analysis and additional screening and can be found in Section 2.1.5, Alternatives 
Considered but Eliminated from Further Discussion, in Volume 1 of this final 
environmental document. 

If an alternative does not achieve the intended purpose established for the project, it 
does not make sense to continue spending resources evaluating it, so it is 
eliminated from further consideration. Another factor in screening alternatives was 
the cost. An alternative was eliminated if the cost substantially exceeded the 
available funding. Alternatives D and M were eliminated after further screening 
because they did not meet the intended purpose and exceeded cost.  

GP-58-4 The Rancho Vista District is not listed on the California Register of Historical 
Resources, nor is it on the National Register of Historic Places. However, many 
single-family residences on these streets were identified as being eligible for the 
National Register of Historic Places under Criteria A and C; therefore, they must be 
considered part of the Section 4(f) considerations. In Appendix B, Section 4.3 of the 
Centennial Corridor final environmental document Volume 2, the district is identified 
as eligible “under Criterion A for its significance in incorporating innovative mass-
production technology during post-World War II. [And] under Criterion C the Rancho 
Vista Historic District is an important example of a postwar subdivision consisting 
entirely of houses built by the whole-house fabrication method.” Please refer to 
Section 3.1.8 (Cultural Resources) of the final environmental document (Volume 1) 
to read more about the Rancho Vista Historic District. 

As part of the identification and evaluation efforts required by Section 106 of the 
National Historic Preservation Act and in compliance with 36 Code of Federal 
Regulations 800.4, Caltrans prepared an Historic Property Survey Report for the 
Centennial Corridor Project, prepared by architectural historians and archaeologists 
who meet the Secretary of Interior’s Professional Standards (36 Code of Federal 
Regulations 61) for their respective discipline. Four properties within the project’s 
area of potential effects, including the Rancho Vista Historic District, were 
determined eligible for inclusion in the National Register of Historic Places following 
extensive research and field investigations. Rancho Vista Historic District was found 
to be a significant historic property for its collection of post-World War II tract houses 
incorporating innovative mass-production technology and a pioneering whole-house 
fabrication method. Please refer to Volume 1 of the Centennial Corridor final 
environmental document Section 3.1.8 to read more about the Rancho Vista Historic 
District. Caltrans has prepared a publication (available online), “Tract Housing in 
California, 1945-1973: A Context for National Register Evaluation” (2011), which 
establishes the analytical framework that architectural historians use to assess this 
property type.  
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GP-59-1 Thank you for participating in the environmental process for the Centennial Corridor 
Project. It is acknowledged that Stockdale Christian School is within approximately 
375 feet of the Preferred Alternative B alignment. The final environmental document 
has been revised to indicate the correct distance between the Stockdale Christian 
School and the nearest travel lane. The California Environmental Quality Act 
statutes reference (PRC § 21151.8) specifically pertain to purchase of a school site 
or construction of a new public elementary or secondary school by a school district, 
and it is silent regarding a new roadway facility being placed adjacent to a private 
school. 

While State law CEC §17213 and PRC § 21151.8 prohibits construction of a new 
school within 500 feet of a freeway, there are no regulations restricting the 
construction of a freeway near existing school facilities.  

GP-59-2 Permanent Air Quality Effects 

The air quality study prepared for the Centennial Corridor Project indicates that 
potential air quality impacts were found to be less than significant and that the 
project would improve regional air quality due to reduction in congestion on local 
roadways and vehicle idling. Improvements to air quality are also attributed to the 
improved pollution emission performance of a modernizing fleet of all vehicles, 
especially heavy diesel trucks, as a result of Federal and State fuel content and 
engine emissions rules. In addition, the results of the air quality analysis indicate that 
the Centennial Corridor Project would be within regional and Federal air quality 
standards and would not cause or contribute to a violation of any air quality 
standards. More detailed information on air quality analysis can be found in Section 
3.2.6, Air Quality. 

Air Quality Effects during Construction 

Construction of the project has the potential to create air quality impacts through the 
use of heavy-duty construction equipment. Fugitive dust emissions would result from 
earthwork and onsite construction activities. Reductions in fugitive dust can be 
achieved by onsite mitigation measures. Compliance with the standard conditions 
SC-CI-20 through SC-CI-22 listed under Avoidance, Minimization, and Mitigation 
Measures – Air Quality, Standard Conditions (refer to Section 3.6, Construction 
Impacts), would reduce construction emissions. Some of these measures to control 
dust include using water or chemical stabilizer/suppressant, covering disturbed 
areas with tarps, and limiting speeds in unpaved areas. Air emissions associated 
with construction activity would be temporary and would cease to occur after project 
construction is completed. 

Potential localized operational and construction related air quality impacts will be 
further minimized though the Voluntary Emission Reduction Agreement with the San 
Joaquin Valley Air Pollution Control District. Appendix L provides a copy of the 
Voluntary Emission Reduction Agreement. 

GP-59-3 The draft environmental document incorrectly stated the distance to the Stockdale 
Christian School at 1,000 feet for Alternative B. However, the Stockdale Christian 
School noise analysis was correctly modeled, which is represented by Receiver RB-
38. The distance between the RB-38 and the edge of the proposed shoulder is 
approximately 375 feet; hence, the results of the noise analysis for RB-38 as 
presented in Section 3.2.7 are correct. 

The Stockdale Christian School was represented by Receiver RB-38 in the traffic 
noise impact analysis, which is approximately 375 feet from the edge of the 
proposed shoulder. The existing peak exterior noise level of 52 decibels is based on 
the long-term measurement site (LT9), which was within 200 feet of the school. The 
predicted future peak noise hour traffic noise level for Alternative B at the school is 
58 decibels, which is 6 decibels higher than the existing noise level, but it is 8 
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decibels below the threshold for impact (as outlined in Section 3.2.7, Noise, in 
Volume 1); therefore, the school is not considered impacted and does not qualify for 
abatement under Federal Highway Administration and Caltrans guidelines. In 
addition, Sound walls S509 and S519, which are considered for the impacted 
residences along Del Ray Court, would also provide 1 decibel of traffic noise 
reduction to the school. Therefore, the future exterior traffic noise levels at the 
school will be 57 decibels with the sound walls, which will be 5 decibels higher than 
the existing noise level. The increase of 5 decibels is barely noticeable to the human 
ear and is below the Federal Highway Administration Noise Abatement Criteria of 67 
decibels for the exterior of a school. These Noise Abatement Criteria are defined in 
Title 23 Code of Federal Regulations 772 and can also be found in Section 3 of the 
Caltrans Traffic Noise Analysis Protocol, May 2011.  

The traffic noise levels for the receivers range from 61 to 76 decibels without a 
sound wall for Alternative B. However, it is erroneous to assume that each height 
increase of 1 foot to the sound wall corresponds to a noise reduction of 1 decibel. 
Table H-2 on page 455 of the Noise Study Report shows the noise levels and sound 
wall performance for Receiver RB-38, which represents the Stockdale Christian 
School, as well as the other receivers in this area.  
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GP-60-1 Your comment is noted. Caltrans recognizes the deficiency of the current State 
Route 58 (east) terminating at Real Road and has developed the Centennial 
Corridor Project to address this issue. Caltrans will continue to work to address 
future deficiencies in traffic operations in the area.  

There are no current plans to construct a freeway loop around the perimeter of the 
metropolitan area of Bakersfield. Discussion regarding alternate designs can be 
found in Section 2,1.5, Alternatives Considered but Eliminated from Further 
Discussion, in Volume 1 of this final environmental document. 
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GP-61-1 Thank you for participating in the environmental process for the Centennial 
Corridor Project. Several comments were received regarding property values. 
Some individuals have expressed a general belief that the project would result in 
decreased property values due to various reasons, including temporary 
construction impacts, property acquisitions, and/or project features being closer to 
properties than previously. However, the final environmental document does not 
specifically discuss property values as part of compliance for either California 
Environmental Quality Act/National Environmental Policy Act analysis since it is 
not required or expected.  

The Centennial Corridor Project may have an effect on property values, but it is 
not likely to be a major change based on literature that Caltrans reviewed and 
summarized for Appendix D of the Standard Environmental Reference Volume 4 
(Community Impact Assessment).  

The effects of highway improvements on property values have been studied 
extensively, especially the impacts on single family residential property. Most 
studies, though not all, conclude that new transportation facilities, including 
freeways, have an overall positive effect on property values.  

One such independent research study, conducted by professors from Cal Poly 
University Pomona, evaluated the effects on housing prices of a new freeway in 
Southern California, Interstate 210 extension, which opened in 2002 (Reibel, et. al. 
200820). It is worth noting that in looking at four years of housing sales data, the 
researchers found that while all house prices generally continued to climb in the 
freeway corridor, those houses located within 0.4 mile of the new freeway facility 
did not see their values rise as rapidly. The authors attributed this, as have other 
studies, to certain negative effects associated with freeways which are often found 
at very short distances on houses nearby, such as increased noise, and air 
pollution, and which may have the effect of keeping the value of the house from 
increasing at the same rate of those located further away (that is, beyond 0.4 
mile). At the next functional range of distances, the benefits are still close enough 
to be beneficial but the general negative proximity impacts are diminished. At even 
greater distances away from the new freeway, the value of increased mobility and 
accessibility gradually declines to zero. In particular, price appreciation following 
the freeway construction is the slowest for houses in the closest proximity to the 
freeway (within 0.4 mile), much faster at moderate distances, and slower again as 
the distance further increases. In addition, another study concluded that freeway 
design is also an important factor, with depressed freeways contributing most to 
property values (Siethoff 200221). Freeway grade has a consistent impact on land 
value, with the depressed sections having the highest land value for residential 
properties. The rationale is that the less visible the freeway, the higher the value to 
residential owners. This pattern is consistent with studies reviewed for Caltrans 
Volume 4 Appendix D. Another study conducted for the Arizona Department of 
Transportation and the Federal Highway Administration California found that 
property values increase at a greater rate for both commercial and multi-unit 
apartments over single family residences (Carey: 200122).  

                                                 
20  Reibel, Michael. House Price Change and Highway Construction: Spatial and Temporal Heterogeneity.  

California State Polytechnic University, Pomona. 
21  Siethoff, Brian ten. Property Values and Highway Expansions: An Investigation of Timing, Size, 

Location, and Use Effects.  Cambridge Systematics, Inc. Cambridge, MA.  January 2002. 
22  Carey, Jason. Impact of Highways on Property Values: Case Study of the Superstition Freeway 

Corridor.  Arizona Department of Transportation.  Phoenix, AZ. October 2001.   
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Comment 
Code 

Response 

Past research using case studies on the effects of introducing new highway 
facilities near residential properties indicates that over the duration of a longer time 
period, property values will rise after an initial period of downward movement. 

GP-61-2 Your comment is acknowledged. Saunders Park will not be affected under the 
Preferred Alternative (Alternative B). Saunders Park would only be affected under 
Alternative C, which would result in permanent impacts totaling 3.27 acres. 
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Comment GP-62
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Response to Comment GP-62 
(Comment Received after Public Review Period) 

Comment 
Code 

Response 

GP-62-1 Your support for Alternative B is acknowledged. 

GP-62-2 The Centennial Corridor Project is anticipated to provide an efficient movement of 
traffic, goods, and materials through metropolitan Bakersfield by providing route 
continuity from the State Route 99/State Route 58 interchange to Interstate 5. 
Bakersfield is positioned to be the economic center of the San Joaquin Valley 
because of its proximity to Interstate 5 and State Route 99, the two major corridors 
for goods movement, as well as its location between Los Angeles and the Bay Area.  

In addition, improved access throughout Bakersfield would benefit agricultural-
oriented businesses that are west and east of Bakersfield because travel time and 
associated costs to and from those businesses and distribution facilities in the 
downtown area of Bakersfield and along State Route 99 and State Route 58 would 
be reduced. 

GP-62-3 A discussion of the positive benefits of the project on traffic is provided in Section 
3.1.6, Construction Impacts, of the final environmental document. 

GP-62-4 Caltrans, in coordination with the city of Bakersfield, shall implement all property 
acquisition and relocation activities in accordance with the Uniform Relocation 
Assistance and Real Property Acquisition Policies Act (Uniform Act) of 1970 (Public 
Law 91-646, 84 Stat. 1894). The Uniform Act mandates that certain relocation 
services and payments be made available to eligible residents, businesses, and 
nonprofit organizations displaced by the project. The Uniform Act provides uniform 
and equitable treatment by Federal or Federally assisted programs of persons 
displaced from their homes, businesses, or farms, and establishes uniform and 
equitable land acquisition policies. See Appendix D in Volume 2 for more 
information on Caltrans’ Relocation Assistance Program. Additionally, Mitigation 
Measure R-1 (Section 3.1.4.2) includes measures that may be considered by 
Caltrans for incorporation into the relocation plan to minimize impacts to displaced 
businesses and residences. Accordingly, acquisitions would be conducted as 
necessary to build the approved project, and displaced residents would be provided 
just compensation in accordance with the Uniform Act.  

GP-62-5 Construction-related impacts are anticipated as a result of the proposed project. 
These temporary impacts may include traffic impacts due to lane/road closures, air 
quality, and noise. The proposed project will implement measures to minimize 
impacts to the greatest extent feasible. Construction-related mitigation and 
minimization measures are provided in Section 3.6, Construction Impacts, in this 
final environmental document.  

GP-62-6 Your comment is acknowledged.  

GP-62-7 Your comment is acknowledged. 
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Comment GP-63 
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Response to Comment GP-63 

Comment 
Code 

Response 

GP-63-1 Real estate market prices are mainly based on comparative sales in the area. Many 
factors contribute to market values, including location, neighborhood, current real 
estate sales in the area, school system, crime, taxes, government services, 
parks/recreation, and features of the home.  

Real estate appraisals would be conducted fairly using comparative sales within the 
general area of your property. Whether or not the comparable sales area is rated “F” 
for crime, right-of-way agents will explain their real estate appraisal with the property 
owners. 

Real estate property acquisitions would comply with the provisions of the Uniform 
Relocation Assistance and Real Property Acquisition Policies Act (Uniform Act) of 
1970. The Uniform Act mandates that certain relocation services and payments be 
made available to eligible residents, businesses, and nonprofit organizations 
displaced by the project. The Uniform Act provides uniform and equitable treatment 
by Federal or Federally assisted programs of persons displaced from their homes, 
businesses, or farms, and establishes uniform and equitable land acquisition 
policies. Caltrans has developed the Relocation Assistance Program to satisfy the 
provisions stated in the Uniform Act and to ensure that persons displaced as a result 
of a transportation project are treated fairly, consistently, and equitably so that such 
persons will not suffer disproportionate injuries as a result of projects designed for 
the benefit of the public as a whole. See Appendix D in Volume 2 for more 
information on Caltrans’ Relocation Assistance Program. 

As discussed in Section 3.1.4.2, Relocation and Property Acquisition, per Standard 
Condition SC-R-1, Caltrans, in coordination with the city of Bakersfield, shall 
implement all property acquisition and relocation activities in accordance with the 
Uniform Act and Caltrans’s Relocation Assistance Program. Right-of-way agents will 
follow standardized guidelines during the appraisal process to determine a fair 
market value of the property. Additionally, principles of real estate market values are 
primarily based on comparative sales in the area. Many factors contribute to market 
values, including location, neighborhood, current real estate sales in the area, 
school system, crime, taxes, government services, parks/recreation, and features of 
the home.  
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Response to Comment GP-64 

Comment 
Code 

Response 

GP-64-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. To construct the project, trees (including old mature trees) would 
be required to be removed. Caltrans would preserve (protect in place) as many 
mature trees as feasible. Because of the limited available design at this phase of the 
project, detailed information on the number of mature trees could not be quantified; 
therefore, a determination could not be made whether mature trees could be 
preserved. A tree survey will be completed during the final design phase of the 
project that would identify locations of existing specimen-sized trees (larger than 20 
feet high). Caltrans would identify trees within the project area that could be 
preserved and provide fencing in the design plans to protect them. If a tree could not 
be preserved, the landscape plan will incorporate a tree replacement plan with a 
replacement ratio of 1:1 (i.e., for every one tree removed, a tree will be planted). 
Mature trees (larger than 20 feet high) that are to be removed would be replaced 
using 20-inch box trees.  
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Chapter 7 Responses to Oral Comments 
Received at the June 11, 
2014 Public Hearing 

This section provides oral comments received on the draft environmental document 
from persons attending the public hearing held on June 11, 2014. A total of 6 oral 
comments were recorded and are summarized below. Transcripts of the oral 
comments and responses to topics of concern are provided on the pages that follow.  

Table 7.1  Summary of Oral Comments Recorded at the June 11, 2014, 
Public Hearing  

Comment 
Code 

Commenter Name Comment Topics 

PH-1 Jim Landers Design modification 

PH-2 Dennis Fox General 

PH-3 Karen Landers Design modification 

PH-4 Roberta Bender Design modification 

PH-5 Vicky Gresham General, Design modification, Traffic 

PH-6 Darlene Simpson Community cohesion, Relocation 
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Comment PH-1
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Response to Comment PH-1 

Comment 
Code 

Response 

PH-1-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. As described in the final environmental document (Volume 1, 
Summary, and Section 2.1.1, Build Alternatives), the Preferred Alternative 
(Alternative B) includes an overcrossing at La Mirada Drive to help traffic circulation. 
Sheet 10 for Alternative B shows the overcrossing and can be found in Appendix E 
of Volume 2.   

Caltrans has analyzed the benefits associated with minimizing impacts on the 
remaining neighborhood, costs and maintaining circulation between neighborhood 
sections that would otherwise be cut off.  

The proposed overcrossings at La Mirada Drive and Marella Way, as well as the 
proposed undercrossing at Ford Avenue, would allow three local streets to remain 
open between California Avenue and Stockdale Highway. 

At this early stage of the project, it is assumed that all of the above-mentioned 
design options (Marella Way Overcrossing, Ford Avenue Undercrossing, and La 
Mirada Drive Overcrossing) would be constructed as part of the project. These 
crossings would help to maintain community cohesion and connectivity between 
either side of the neighborhood. 
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Comment PH-2 
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Response to Comment PH-2 

Comment 
Code 

Response 

PH-2-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. Your opposition to Alternative B is acknowledged.  
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Comment PH-3
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Response to Comment PH-3 

Comment 
Code 

Response 

 PH-3-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. As described in the final environmental document (Volume 1, 
Summary, and Section 2.1.1, Build Alternatives), the Preferred Alternative 
(Alternative B) includes an overcrossing at La Mirada Drive to help traffic circulation. 
Sheet 10 for Alternative B shows the overcrossing and can be found in Appendix E 
of Volume 2.   

Caltrans has analyzed the benefits associated with minimizing impacts on the 
remaining neighborhood, costs and maintaining circulation between neighborhood 
sections that would otherwise be cut off.  

The proposed overcrossings at La Mirada Drive and Marella Way, as well as the 
proposed undercrossing at Ford Avenue, would allow three local streets to remain 
open between California Avenue and Stockdale Highway. 

At this early stage of the project, it is assumed that all of the above-mentioned 
design options (Marella Way Overcrossing, Ford Avenue Undercrossing, and La 
Mirada Drive Overcrossing) would be constructed as part of the project. These 
crossings would help to maintain community cohesion and connectivity between 
either side of the neighborhood. 

 



Chapter 7  Responses to Oral Comments from Public Hearing 

Centennial Corridor      1608 

Comment PH-4
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Response to Comment PH-4 

Comment 
Code 

Response 

PH-4-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. As described in the final environmental document (Volume 1, 
Summary, and Section 2.1.1, Build Alternatives), the Preferred Alternative 
(Alternative B) includes an overcrossing at La Mirada Drive to help traffic circulation. 
Sheet 10 for Alternative B shows the overcrossing and can be found in Appendix E 
of Volume 2.   

Caltrans has analyzed the benefits associated with minimizing impacts on the 
remaining neighborhood, costs and maintaining circulation between neighborhood 
sections that would otherwise be cut off.  

The proposed overcrossings at La Mirada Drive and Marella Way, as well as the 
proposed undercrossing at Ford Avenue, would allow three local streets to remain 
open between California Avenue and Stockdale Highway. 

At this early stage of the project, it is assumed that all of the above-mentioned 
design options (Marella Way Overcrossing, Ford Avenue Undercrossing, and La 
Mirada Drive Overcrossing) would be constructed as part of the project. These 
crossings would help to maintain community cohesion and connectivity between 
either side of the neighborhood. 
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Comment PH-5
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Response to Comment PH-5 

Comment 
Code 

Response 

PH-5-1 Caltrans thanks you for participating in the environmental process for the Centennial 
Corridor Project. As described in the final environmental document (Volume 1, 
Summary, and Section 2.1.1, Build Alternatives), the Preferred Alternative 
(Alternative B) includes an overcrossing at La Mirada Drive to help traffic circulation 
and maintain access connection between the two areas of the community divided by 
the new freeway.  

Caltrans has analyzed the benefits associated with minimizing impacts on the 
remaining neighborhood, costs and maintaining circulation between neighborhood 
sections that would otherwise be cut off.  

The proposed overcrossings at La Mirada Drive and Marella Way, as well as the 
proposed undercrossing at Ford Avenue, would allow three local streets between 
California Avenue and Stockdale Highway to remain open. 

The project would help to maintain community cohesion and connectivity between 
either side of the neighborhood.  

It is acknowledged that a cul-de-sac option on La Mirada Drive may lessen through 
traffic along La Mirada; however; vehicular traffic would have to find other means to 
cross the Alternative B alignment and would travel a circuitous local route, which 
would increase traffic on other local streets. 

A request for a stop sign at an intersection must meet the requirements of the four-
way stop sign to warrant analysis. Construction of a four-way stop sign at a local 
street is the responsibility of the city of Bakersfield. Please contact the city of 
Bakersfield Public Works Department and submit a formal request. 

It has been expressed in some of the public comments received that the project 
would result in decreased property values due to various reasons, including 
temporary construction impacts, permanent construction impacts, and property 
acquisitions. Real estate market prices are mainly based on comparative sales in 
the area. Many factors contribute to market values, including location, 
neighborhood, current real estate sales in the area, school system, crime, taxes, 
government services, parks/recreation, and features of the home. The Centennial 
Corridor Project may or may not have an effect on the property values. In addition, 
Caltrans has found no literature, studies, or evidence that property values would 
decrease because of the realization of the Centennial Corridor. 

Past research using case studies on the effects of introducing new highway facilities 
near residential properties indicates that over the duration of a longer time period, 
property values will rise after an initial period of downward movement. 
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Comment PH-6
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Response to Comment PH-6 

Comment 
Code 

Response 

PH-6-1 Your opposition to Alternative B has been noted. Caltrans thanks you for 
participating in the environmental process for the Centennial Corridor Project. 
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Chapter 8 Responses to Comments 
from Native American Tribes 

This section provides comments received from Native American tribes. A copy of the 
draft environmental document was sent to the following Native American Tribes: 

• Kawaiisu Tribe 

• Tejon Indian Tribe 

• Tule River Indian Tribe 

• Kitanemuk and Yowlumne Tejon Indians 

• Kudzubitcwanap Palap Tribe 

• Monache Inter-Tribal Association 

• Michahai Wukasachi Band of Eshom Valley 

• Chumash Council of Bakersfield 

• Kern Valley Indian Councils 

• Tubatulabals of Kern County 

• Carol A. Pulido 

• Santa Rosa Rancheria 

One comment was received and is listed below. 

Table 8.1  Comment Received from Native American Tribes 

Comment 
Code 

Commenter Name Date Comment Received 

NA-1 Colin Rambo, Tribal Historic 
Preservation Technician, Tejon 
Indian Tribe 

7/7/2014 
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Comment NA-1
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Response to Comment NA-1 

Comment 
Code 

Response 

NA-1-1 The information and recommendation provided in your comment letter, received July 
7, 2014, are acknowledged.  

As discussed in Section 3.1.8 of the final environmental document (Volume 1), in 
November 2012, an extended Phase I geoarchaeological model was prepared for 
the project. The Extended Phase 1 Geoarchaeological Report: Stage 1 Geomorphic 
Sensitivity Study indicated that given the sensitivity of portions of the project area, 
further identification efforts for archaeological resources were needed to be 
undertaken for the Preferred Alternative. Prior to finalization of the environmental 
document, Caltrans conducted Stage 2 of the archaeological sensitivity study to 
field-check the preliminary buried site geomorphic sensitivity study of areas believed 
to have high and very high archaeological sensitivity.  

Prior to conducting the geoarchaeological Stage 2 work, the Tejon Tribe and the 
Santa Rosa Rancheria Tachi Yokuts were contacted concerning the potential for 
archaeological monitoring. They delegated the monitoring to the Tribal 
Archaeological Monitor of the Tule River Indian Reservation who participated in field 
activities. During the second round of fieldwork to do the coring excavations, the 
Tule River Indian Tribal Monitor communicated that he did not feel the need to be 
present based on results of the earlier trenching fieldwork and the limited extent of 
the coring effort.  Although the Cultural Specialist of the Santa Rosa Tachi Yokuts 
expressed an interest in monitoring the second round of fieldwork, she was not able 
to provide a monitor during the scheduled fieldwork, which occurred December 2 
and 3, 2014. On December 3, 2014, the Stage 2 field work was completed. No 
cultural features were identified in the field, nor were any artifacts discovered. The 
subsurface core samples taken in the field are currently undergoing laboratory 
testing, prior to preparation of the study report. Per Caltrans’s policy and in 
accordance with your request, the Tejon Indian Tribe will be notified of the results of 
the study. 

In addition, before starting construction activities in sensitive areas identified in the 
study results, Caltrans shall contact the Tejon Indian Tribe and other tribes 
expressing interest to provide them with the opportunity to observe grading 
activities. If it is determined that any discovered resource(s) meets any of the 
National Register/California Register criteria, appropriate mitigations measures will 
be undertaken. Accordingly, a qualified archaeologist retained by Caltrans, as well 
as Native American representative(s), shall be present at preconstruction 
conferences; establish areas of archaeological sensitivity that would need 
archaeological resource surveillance based on data gathered from the field survey 
and the Extended Phase 1 Geoarchaeological Study (Stages 1 and 2); and establish 
procedures for temporarily halting or redirecting work to be followed if artifacts or 
features are discovered. 

Minimization Measure CI-1 from Section 3.6, Construction Impacts (Volume 1), has 
been incorporated into the project to address potential discovery of cultural 
resources, procedures for handling discoveries, and consultation with Caltrans, 
including the District Cultural Resources and Native American Coordinators. 
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Chapter 9 Responses to Comments from 
Elected Officials 

This section provides comments received from Elected Officials from the city of 
Bakersfield. A copy of the draft environmental document was sent to the following 
elected officials: 

• Andy Vidak, U.S. Senator 

• Barbara Boxer, U.S. Senator 

• Shannon L. Grove, State Assembly 34th District 

• Rudy Salas, State Assembly, 32nd District 

• Diane Feinstein, U.S. Senator 

• Kevin McCarthy, House of Representatives 

• Jean Fuller, U.S. Senator 

• David Valadao, House of Represenatives 

• Leticia Perez, Kern County Board of Supervisors 

• Mike Maggard, Kern County Board of Supervisors 

• Zack Scrivner, Kern County Board of Supervisors 

• Mick Gleason, Kern County Board of Supervisors 

• David Couch, Kern County Board of Supervisors 

• Harvey L. Hall, Mayor of Bakersfield 

• Ken Weir, Bakersfield City Council 

• Terry Maxwell, Bakersfield City Council 

• Willie Rivera, Bakersfield City Council 

• Bob Smith, Bakersfield City Council 

• Harold Hanson, Bakersfield City Council 

• Jacquie Sullivan, Bakersfield City Council 

• Russell Johnson, Bakersfield City Council 

• Roberta Gafford, City Clerk of Bakersfield 

A total of two comment letters were received as summarized below. 

Table 9.1  Comments Received from Elected Officials 

Comment 
Code 

Commenter Name Date Comment Received 

EO-1 
Bob Smith, Councilmember, 
Ward 4, city of Bakersfield 

5/16/2014 

EO-2 
Terry Maxwell, Councilmember, 
Ward 2, city of Bakersfield 

7/8/2014 
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Comment EO-1
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Response to Comment EO-1 

Comment 
Code 

Response 

EO-1-1 Caltrans recognizes the positive effects of nonmotorized transportation, such as 
bicycles, on air quality and the environment. By providing a bicycle connection 
within the Centennial Corridor Project area, it is possible that an improved bicycle 
connection to an existing Class I and Class II bicycle facility could increase bicycle 
usage and reduce vehicle trips within the area. Caltrans has decided to include a 
bicycle and pedestrian connection between California Avenue and Commerce Drive 
as part of the project. This decision was made in response to public requests for a 
bicycle connection spanning over the Carrier Canal since the Carrier Canal offers an 
existing bridge crossing that provides pedestrian and bicycle connectivity with the 
route chosen. Access to Easton Drive via a bicycle connection to California Avenue 
will be implemented a short distance away from the original request. This 
improvement would enhance bicycle and pedestrian connectivity and would result in 
minimal effects to the environment during construction. 

In addition, the project would be consistent with the city of Bakersfield’s Bicycle 
Transportation Plan (November 2013). 

Caltrans in coordination with the city of Bakersfield will consider the feasibility of 
constructing a Class I bike path connection from the Westpark neighborhood to the 
existing Class I bike path located north of the Carrier Canal. 
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Comments EO-2
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Response to Comment EO-2 
Comment 

Code 
Response  

EO-2-1 The commenter posed several questions regarding the project. For readability, the 
pertinent comments are summarized and identified in italics and highlighted in grey while 
the responses are provided in regular plain text.  

The following comment refers to the Ming Avenue, California Avenue, and Chester 
Avenue/H Street Interchanges that are within two miles of the State Route 99/58 freeway-
to-freeway connection. 

Please explain how 3 clear violations of this design requirement will affect the flow of 
traffic, affect the interweaving of traffic and why this rule exists. 

The current interchange spacing criteria became a mandatory design feature in February 
1995. State Route 99 was built in the 1960’s and State Route 58 was built in 1976. The 
existing interchange spacing on State Route 58 was standard for that time with respect to 
highway guidelines. Therefore, the three nonstandard interchange spacing design 
features are pre-existing conditions with respect to the State Route 99/State Route 58 
interchange. Although a pre-existing condition, any improvements to existing 
interchanges after February 1995 that do not meet current interchange spacing standards 
would require documentation and approval to maintain existing nonstandard features. 
Documentation to maintain pre-existing nonstandard features or incorporate nonstandard 
features requires the preparation of Mandatory Design Exception fact sheets, which 
requires approval from Caltrans Headquarters Division of Design.  

Although the project is not providing a southbound State Route 99 to westbound State 
Route 58 direct connector because of the low traffic demand for this direction of travel, 
the Centennial Corridor Project meets the purpose and need by providing route continuity 
and associated traffic congestion relief along State Route 58 within metropolitan 
Bakersfield and Kern County from the existing State Route 58 (East) (at Cottonwood 
Road) to Interstate 5.  

An eastbound State Route 58 to northbound State Route 99 connector is also not 
included as a project feature due to the low traffic volumes for the eastbound to 
northbound movement. It is anticipated that vehicles traveling east on State Route 58 
would take the Mohawk Street exit and travel via Rosedale Highway to the Rosedale 
Highway/State Route 99 interchange for northbound travel. If traffic demand necessitates 
construction of this connector, Caltrans will initiate a future stand alone project. The 
project would be designed to allow for the eastbound-to-northbound connector to be 
added in the future. It is important to note that the Rosedale Highway widening would 
occur with or without the Centennial Corridor Project. 

Caltrans’ Highway Design Manual outlines policies and procedures to carry out highway 
design functions. It is not intended as a legal standard for these functions, rather, used as 
a guide with general rules for highway design. During the design process, there are often 
circumstances when deviation to the general highway design rules is necessary. The 
analysis to deviate from these rules is referred to a “design exception.” The design 
exception process is not a "violation" to the highway design rules, rather a process to 
implement feasible design and make sound engineering decisions based on the actual 
physical landscape of a real project. The effect on traffic is generally isolated to the 
direction of traffic between two adjacent interchanges. Traffic operations are evaluated 
between interchanges and, if necessary, are mitigated. In the case of this project, 
nonstandard interchange spacing has been mitigated by proposed auxiliary lanes to 
provide additional lanes for weaving maneuvers, braided ramp movements that separate 
movements so weaving does not take place, and by constructing a collector-distributor 
system, which proposes additional lanes separated from the mainline freeway lanes to 
provide on-ramp traffic and exiting traffic room for weaving and decision making without 
affecting the through traffic on the mainline of the freeway. 

After the reasons have been delineated, please explain what the effect of one exception 
means to the interchange, two exceptions means to the interchange, and three 
exceptions means to the interchange. 
The effect of one, two, three, or more exceptions to the interchange have been analyzed 
together in the traffic study. Traffic operations are evaluated between interchanges and, if 
necessary, are mitigated, as stated above.  
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Please discuss how the increase of exceptions increases the complexity of proper 
function.  
There is not a direct correlation between an increase in the number of exceptions and 
complexity or proper function. Nonstandard features associated with interchange spacing 
are regularly evaluated with respect highway traffic operations, right of way impacts, and 
freeway agreements with local jurisdiction (city of Bakersfield).  The freeway agreement 
dictates local access points as agreed to by Caltrans and the city of 
Bakersfield.  Removal of the access points at Ming Avenue, California Avenue, and 
Chester Avenue/ H Street would negatively impact local street circulation.  The design 
exception process associated with interchange spacing ensures proper freeway 
operations, while maintaining local access as agreed to in the freeway agreement.   

Closely spaced interchanges interrupt traffic flow; vehicles seeking to exit/enter the 
freeway need to cross travel lanes within a short distance, which could result in weaving 
movements that negatively impact freeway mainline operations and safety. Proper 
interchange spacing would enhance safety by providing vehicles adequate distance to 
accelerate and safely merge into the freeway, while also providing mainline vehicles 
adequate distance to merge and decelerate at the next exit off-ramp interchange.   

Please give examples from the past 5 years where this number of exceptions was 
granted? 
The State Route 58 Gap Closure Project, within the same project limits, is one project 
that has documented and approved design exceptions for nonstandard interchange 
spacing for the same interchanges. There are nonstandard interchange spacing fact 
sheets for projects throughout the state on the State Highway System, as well as the 
Interstate System. 

Please explain why this rule exists and the traffic flow will be inhibited by this exception? 
Highway Design Manual Section 502.3 indicates that it is desirable to provide for the 
eight basic traffic movements to avoid undesirable operational characteristics. 
Interchanges that do not have an on- and off-ramp for each direction of travel are 
considered partial interchanges. This rule exists because partial interchanges lead to the 
potential for wrong way movements. As discussed in Section 2.1.1, Build Alternatives, the 
build alternatives will not include direct connectors from southbound State Route 99 to 
westbound State Route 58 and from eastbound State Route 58 to northbound State 
Route 99 because of low traffic demand in these locations. If traffic demand necessitates 
construction of this connector, Caltrans will initiate a future stand alone project. The 
project would be designed to allow for the eastbound-to-northbound connector to be 
added in the future. 

It is anticipated that in Alternatives A and B, traffic traveling on southbound State Route 
99 to westbound State Route 58 and eastbound State Route 58 to northbound State 
Route 99 would opt for the shorter 2-mile alternate route on Rosedale Highway and 
Mohawk Street versus traveling 4.5 miles on State Route 58 and State Route 99. For 
example, southbound traffic on State Route 99 would exit at Rosedale Highway, travel 
west to Mohawk Street, and then south on Mohawk Street to join the Westside Parkway. 
Traffic traveling east on the Westside Parkway would use the same route in the reverse 
direction. The project proposes to rebuild the southbound State Route 99 Rosedale 
Highway off-ramp from an existing one-lane off-ramp with two lanes at the ramp end to a 
two-lane off-ramp with four lanes at the end, including an auxiliary lane, which begins 
south of Gilmore Avenue on State Route 99. A separate project (the Rosedale Highway 
Widening Project) would widen Rosedale Highway from four lanes to six lanes and 
provide two left-turn lanes from westbound Rosedale Highway to southbound Mohawk 
Street and two right-turn lanes from northbound Mohawk Street to eastbound Rosedale 
Highway. 

As discussed in Section 3.1.6, Traffic and Transportation/Pedestrian and Bicycle 
Facilities, the results of the traffic study showed the build alternatives would provide 
better traffic flow for all vehicles due to direct route continuity compared to both the 
existing condition and the No Build Alternative in the future years. Improvements between 
Cottonwood Road and State Route 99 would provide auxiliary lanes and a collector-
distributor lane, which would improve traffic flow by separating traffic exiting the freeway 
from through traffic. 
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Please explain how an exception was obtained, what argument was used, and examples 
from the last 5 years where two exceptions were granted? 
The applicable standard, prior to the signing of the Mandatory Design Exception Fact 
Sheets, was for the State Route 99/State Route 58 interchange to go through an 
interchange review with Caltrans Headquarters Design. It was determined through traffic 
forecasting and cost analysis that the branch connector movements from southbound 
State Route 99 to westbound State Route 58 and from eastbound State Route 58 to 
northbound State Route 99 would be underutilized for the 20-year design life. Examples 
were previously given in the above responses. 

As discussed in Chapter 21 of the Project Development Procedures Manual, a single fact 
sheet may contain multiple design exceptions for a single project. Potential design 
exceptions are discussed with the Design Coordinator, who is a professional engineer at 
Caltrans Headquarters, as soon as the need for an exception is identified. Once it is 
determined there is sufficient justification for an exception, a draft fact sheet is prepared 
and submitted to the Design Coordinator. As outlined in Appendix BB of the Project 
Development Procedures Manual, the fact sheets contain discussions of the standards 
for which an exception is requested, the reason for requesting the exception, if the design 
exception was created by the proposed project or an existing condition that is being 
maintained or improved, the added cost to make standard, traffic data, and a collision 
analysis. All comments from the Design Coordinator must be addressed and resolved to 
their satisfaction before the fact sheets are signed and approved. Even though one fact 
sheet may contain multiple exceptions, none of the exceptions will be approved until they 
are all adequately documented and designed to the satisfaction of the Design 
Coordinator. At the end of this process all mandatory/advisory fact sheets are signed as 
one document. 

As to the reasons for the design exception, all attempts were made to keep design 
exemptions to a minimum, however, some exceptions are required in order to avoid 
replacement of existing highway structures and to avoid even greater right-of-way 
acquisitions. 

There appears to be 5 distinct exceptions for the proposed interchange that is subject of 
this EIR. Please explain what effect one exception traditionally creates for the 
interchanges between two freeways and how the addition of 4 more exceptions 
complicates the equations? Does the addition of each exception add to the complexity 
linearly or exponentially? Please explain through the use of at least 3 traffic modeling 
formulas? 
Exceptions that the commenter refers to in this project are dependent on traffic volumes 
and operational analysis between the interchanges themselves, and are discussed 
above. 

There is not a direct correlation between an increase in the number of exceptions and 
complexity or proper function. Nonstandard features associated with interchange spacing 
are regularly evaluated with respect to traffic operations, right-of-way impacts, and cost to 
make standard.  

A total of four traffic models (No Build, Alternatives A, B and C) were used to evaluate 
traffic operations that includes interchange configurations that may require design 
exceptions. As indicated in Table 3.13, traffic conditions at the freeway segment level are 
worse under the No Build scenario for opening year (2018) and horizon year (2038) 
conditions compared to any of the three build alternatives.  

EO-2-2 This Corridor is expected to have an unusually high number of trailer trucks and semi-
trucks. Is there an increase in likely accidents due to the tight space in which cars and 
semi-trucks will be merging? 
An increase in vehicle collisions is not anticipated with this project. Traffic operations are 
evaluated between interchanges and, if necessary, are mitigated. In the case of this 
project, nonstandard interchange spacing has been mitigated by proposed auxiliary lanes 
to provide additional lanes for weaving maneuvers, braided ramps that separate 
movements so weaving does not take place, and by constructing a collector-distributor 
system, which provides additional lanes separated from the mainline freeway lanes to 
allow on-ramp traffic and exiting traffic room for weaving and decision making without 
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affecting the through traffic on the mainline of the freeway. The traffic study accounted for 
all vehicle types, including commercial trucks, in the weaving analysis.  

If this large number of exceptions which have been designed into this project results in 
injury or death, who will be the responsible for the party? 
The design meets standards, with design exceptions as necessary, to ensure the safety 
of the traveling public, for which Caltrans is the responsible party for State highway 
facilities. Approving any design exception is a Federal Action, which requires reviewing 
and documenting potential safety issues. Design exceptions must be approved by the 
Federal Highway Administration or on behalf of the Federal Highway Administration by a 
State Department of Transportation or local agency. Design exceptions are related to 
engineering standards that are not generally subject to state and federal environmental 
regulations unless the design poses a significant risk to the public.    

Where in the EIR is this environmental impact addressed? 

The adverse impact that you described in your comment does not exist—the project 
would not create interchange spacing problems, it would provide a solution by reducing 
congestion, which would improve safety for motorists. The current interchange spacing 
that contributes to traffic operation problems and congestion is featured as a 
transportation need that the project alternatives must address. Section 1.2, Purpose and 
Need, in Volume 1, states in part that State Route 99’s close spacing for its two 
connections with State Route 58 (East and West), as well as an interchange at California 
Avenue, has resulted in conflicting merging conditions (cars coming onto the freeway are 
trying to move to the left and the cars on the freeway are trying to move to the right to use 
the off-ramp) that add to traffic congestion. The Caltrans standard for spacing between 
freeway-to-freeway connections is 2 miles, and the standard for spacing between 
interchanges is 1 mile. In this location, the two connectors from State Route 58 to State 
Route 99 and the California Avenue interchange are all located in slightly over 2 miles. 
Analysis of how well each alternative (including the No Build Alternative) would improve 
traffic flow and reduces congestion was presented in the draft environmental document 
and in the Traffic Report prepared for this project.  

If it was not addressed, why and under what reasoning would significant, and what is 
termed “mandatory”, design exceptions not be considered to have an environmental 
impact?  
Mandatory and advisory design exceptions are identified in Caltrans’ Highway Design 
Manual to ensure that roadway designers are aware of this guidance and to highlight 
areas for design consideration and review.  Mandatory design standards are those 
considered most essential to the achievement of overall design objectives.  Many pertain 
to requirements of law or regulations as embodied in the Federal Highway 
Administration’s 13 controlling criteria.  For more information regarding mandatory design 
standards, please refer to Table 82.1 of the Highway Design Manual.  Caltrans holds 
responsibility for approval of all exceptions to mandatory design standards on the State 
Highway System and local facilities within State right-of-way, after which formal Federal 
Highway Administration’s approval is requested.  

An environmental impact is defined by the California Environmental Quality Act per the 
environmental impact checklist provided in Appendix A. Mandatory design exceptions are 
engineering decisions implemented for a project and are not considered in the 
environmental evaluation unless the mandatory design exceptions would result in 
environmental impacts listed in the California Environmental Quality Act Checklist. Based 
on the results of the traffic study on the operations of closely-spaced intersections, 
significant impacts to transportation and traffic is not anticipated as a result of Preferred 
Alternative B.  

The National Environmental Policy Act requires Federal agencies to assess the 
environmental effects of their proposed actions prior to making decisions. In the case for 
the Centennial Corridor Project, the Caltrans as delegated by the Federal Highway 
Administration evaluates the environmental and related social and economic effects of 
the proposed action to implement the project. Similar to California Environmental Quality 
Act in determining environmental effects of mandatory design exceptions, the actual 
mandatory design exception is not subject to Federal environmental laws unless the 
engineering decision produces effects to the environment. In this case, design exceptions 
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relating to the traffic operations of closely-spaced interchanges would not result in 
adverse environmental effects per the National Environmental Policy Act. 

EO-2-3 Chapter 9 refers to Public Representation not associated with CALTRANS or any elected 
official. Who was contracted from the public? Please describe how you have complied 
with all of the requirements of Chapter 9? How often are exceptions denied? Have the 
exceptions in this EIR requested ever been either approved or denied in the past 5 
years? If so, please explain. In this EIR there are 5 exceptions requested. Are those 
exceptions considered separately or as a whole? Please explain. 
In accordance with Chapter 9 of the Project Development Procedures Manual, a Project 
Study Report was signed and approved on January 4, 2012, by the Caltrans District 6 
Director. Additionally, coordination with the public and other agencies is included in the 
Summary at the beginning of the environmental document.  Agency consultation and 
public participation for this project have been accomplished through a variety of formal 
and informal methods, including project development team meetings, interagency 
coordination meetings, and an extensive public outreach program.  For more information 
regarding coordination with the public, please refer to Chapter 5 in Volume 1 of the final 
environmental document. 

Design exceptions are approved, rejected or modified on a regular basis. These exceptions 
were considered as a whole and are based on sound engineering judgment. Design 
exception requests for this project were not previously denied. Please see below for more 
information on these exceptions.  

Have 5 exceptions to mandatory design standards from the Highway Design Manual 
been approved for a project that covers such a short distance been approved in the last 5 
years? If so, please explain the purpose of the mandatory design requirements if they can 
be ignored by an established procedure? 
Project 06-OG850, the State Route 58 Gap Closure Project, completed in 2013 within the 
same project limits, is one project that has documented and approved design exceptions 
for nonstandard interchange spacing.  In addition, there are nonstandard interchange 
spacing fact sheets for projects throughout the state on the State highway System, as 
well as the Interstate System. 

Supplemental guidance toward the development and conceptual approval of projects are 
provided with Design Information Bulletins, and then are implemented in the Highway 
Design Manual and Project Development Procedures Manual as design requirements.  

Three of the five mandatory design exceptions that are being referenced are nonstandard 
interchange spacing. The current interchange spacing criteria became a mandatory 
requirement per Design Information Bulletin, Number 77, dated January 31, 1995 and 
became effective in February 13, 1995. State Route 99 was built in the 1960’s and State 
Route 58 was built in 1976. The three nonstandard interchange spacing design features 
are being documented in fact sheets as pre-existing conditions, in relation to when the 
interchange spacing became a requirement.  

Although a pre-existing condition, any improvements to existing interchanges after 
February 1995 that do not meet current interchange spacing standards would require 
documentation and approval to maintain existing nonstandard features. Most of the 
State’s interchanges were built before 1995, so there is a potential for many nonstandard 
interchange spacing design exceptions to be documented throughout the State’s highway 
inventory. 

While mandatory design requirements are those considered most essential to 
achievement of overall design objectives as pertinent to requirements of law or Federal 
Highway Administration’s regulations, the Highway Design Manual Standards allow for 
flexibility in design exceptions that take the context of the project into consideration.  This 
enables the designer to tailor the design, as appropriate, for the specific environment and 
circumstances while maintaining safety. 

Is there a requirement that any and all persons that have an interest or object to this 
request for exceptions are to be informed of the meetings by the state and federal 
agencies reviewing such requests? If not, please explain why. Are the minutes of these 
meetings available? 
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The mandatory design exception review is an internal Department of Transportation 
process. The process is a technical engineering review of proposed/draft nonstandard 
design features. Upon completion of the fact sheet approval for nonstandard design 
features, the document is signed by the Headquarters Design Coordinator. Minutes are 
not available for these meetings. 

Was there any effort to inform the public in this case about the application of exceptions? 
No. The mandatory design exception review is an internal Department of Transportation 
process.  

At these meetings are both the pros and cons to the proposal presented? 
Yes, the project engineer/designer must show the restrictions and/or disadvantages of 
making the design standard. For example, to make the State Route 58/State Route 99 
interchange standard would require closing the State Route 99/Ming Avenue interchange, 
the State Route 99/California Avenue interchange, and the State Route 58/ H 
Street/Chester Avenue interchange, which would significantly impact traffic operations 
and circulation in Bakersfield. Additionally, the State Route 178/State Route 99/State 
Route 58 (West) interchange, the State Route 99/White Lane interchange, and the State 
Route 58/Union Avenue interchange would require extensive improvements to support 
increased traffic volumes diverted by closing the nonstandard spaced interchanges. The 
cost of improvements to make design features standard versus benefit obtained is 
regularly discussed. 

EO-2-4 Was this design which is outlined above and is not very complicated, since it is prevalent 
in this state, ever considered? 

The Bakersfield System Study, completed in 2002, considered most of the elements 
outlined in the commenter’s highway design plan. Constructing a freeway running parallel 
to 7th Standard Road as the primary element for connecting State Route 99 with 
Interstate 5 was included as an element of Alternatives 14 through 16 and 20. Using the 
Westside Parkway as the connector was included as an element of Alternatives 1 through 
13. Constructing a freeway connecting State Route 58 (East) with a State Route 99 to 
Interstate 5 facility was included with Alternatives 5 and 6 as a freeway running parallel to 
State Route 99 on both sides or along the east side.  

The general alternative alignment outlined by the commenter was withdrawn during the 
Project Study Report phase because it did not meet the screening criterion. Specifically, it 
was deemed cost prohibitive by virtue of constructing a 28.3-mile connection from State 
Route 58 to Interstate 5 via a freeway alignment following State Route 204 (Union 
Avenue) and continuing west along the 7th Standard Road alignment. One element of the 
commenter’s design assumes that 7th Standard Road could be converted to interstate 
design standards to serve as “Interstate 450” at a relatively low cost, with modifications to 
freeway-to-freeway interchanges at Interstate 5 and State Route 99 (Interstate 995). 
These modifications would not be acceptable to Caltrans or the Federal Highway 
Administration. Detailed cost estimates for Alternative 15, the most similar alternative 
screened to the one suggested by the commenter, identified that the cost to construct this 
alternative would be approximately $2.23 billion which exceeds the maximum threshold 
established for the Centennial Corridor Project. Therefore, construction of Alternative 15 
would be cost prohibitive and would not meet the requirements of Criterion 4.  See 
Appendix N in Volume 2 for more information on why this alternative did not move 
forward onto further study and analysis. 

It is prudent to mention that many of the areas the commenter discusses as places of 
similarity to Bakersfield are not actually valid comparisons. San Diego, San Francisco 
and Los Angeles have a range of populations from 0.8 to 3.9 million people and have 
larger metro areas of roughly 1.3-13 million people. Additionally, these are part of larger 
regional areas with dense urban populations, such as the Bay Area. Bakersfield, in 
contrast, has less than 400,000 residents and the county has less than 900,000 persons. 

In addition, the commenter claims that growth in Bakersfield has been stalled over the 
past few years. However, the population in Bakersfield grew by 41% from 1990 to 2000 
(adding just over 72,000 people), and by another 41% from 2000 to 2010 (adding over 
10,000 residents). According to the Department of Finance, the population has grown by 
another 5,000 people in the past five years. Bakersfield has grown more quickly than 
other major cities in California in the past 10 years. Between 2000 and 2010, growth in 
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Bakersfield (40.74%) surpassed cities such as Sacramento (14.61%), Anaheim (2.52%) 
or even nearby Fresno (15.67%). 

Would this design have a smaller Environmental Impact than the current Project? 
In your comment letter, you described a proposal of a new freeway being constructed 
along 7th Standard Road between I-5 and SR-99 instead of the current alternatives being 
considered. If your proposal was implemented there is the potential for various 
environmental resources to be affected due to the existing conditions in the area. From a 
review of existing aerial photography, there is farmland located along much of the existing 
alignment. Partial acquisitions would be required to widen the existing roadway to 
accommodate the new freeway, and there would be a potential for significant impacts to 
these parcels as they are designated under the Williamson Act and/or Farmland Mapping 
and Monitoring Program-designated Important Farmland categories. Replacement of 
these lands may not be achievable within the immediate vicinity, resulting in adverse 
impacts. In addition, acquisition of this farmland could also affect overall exports and 
economic vitality for Central Valley farmers.  

In addition to farmland impacts, adjacent residential parcels would require acquisition 
resulting in displacement of homes and residents. Based on the review of this proposal, 
an existing residential neighborhood at 7th Standard Road and Central Valley Highway 
would require displacement of residential homes and a church that services the 
neighborhood. In addition, several commercial and industrial properties located along 7th 
Standard Road would be affected by a new freeway and need to be displaced. The 
displacements associated with this proposal may result in significant community and 
economic impacts to this area of the city.  

Other environmental impacts that would occur as a result of this proposal include cultural, 
water quality, and biological resources.  Farmland/Residential structures located along 
the proposal corridor may be older than 50 years or have other defining characteristics to 
make them eligible as historic resources. The proposed corridor crosses several 
waterways which may result in additional impacts to water quality, wetland, vegetation or 
wildlife habitat. All of the impacts described above would require additional environmental 
analysis and mitigation measures.  

What would be the cost differential between what I have proposed to attain the same 
goals as the present project? Please evaluate this calculation based on 1) starting from 
scratch, as if this was the preferred proposal and what the cost would be to abandon the 
present Project and substitute this proposal. 
The cost of the commenter’s highway design plan would be on the order of $4 billion in 
current year dollars) for the ultimate connection to Interstate 5. This estimate is based on 
the cost of dual loading State Route 99 from State Route 58 (East) to north of 7th 
Standard Road; constructing two new system interchanges with State Route 99 and 
Interstate 5; reconstructing the system interchange at State Route 58 (East); 
reconstructing the service interchanges at California Avenue, Rosedale Highway, Golden 
State Avenue, Olive Drive, State Route 65, and 7th Standard Road; and constructing no 
less than four new service interchanges and one railroad grade separation (Burlington 
Northern Santa Fe) along a new 21-mile-long east-west freeway, running parallel to 7th 
Standard Road. By comparison, extending the Westside Parkway to Interstate 5 would 
involve approximately 9 miles of new roadway construction from Heath Road to Interstate 
5 and construction of three service interchanges, one railroad overcrossing, and one 
system interchange with Interstate 5. This work would be in addition to the Centennial 
Corridor Project.   

Why weren’t similar alternative addressed? 
An alignment along the existing 7th Standard Road was considered as an alternative 
during the earlier project development phase, but it was eliminated from further 
evaluation, see Section 2.1.5, Alternatives Considered but Eliminated from Further 
Discussion (Volume 1), for further discussion. This alternative is identified in Table 2.3 of 
the final environmental document as Alternative 15. Project Development Team meetings 
consisting of Caltrans, city of Bakersfield and its consultants, and County of Kern were 
held in August and September 2008 to discuss and screen 18 alternatives to carry 
forward for further analysis. A total of eight criteria were established to evaluate which 
alternatives to carry forward in the environmental phase of the project. Alternative 15 was 
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eliminated from further consideration because the preliminary cost estimate exceeded the 
maximum reasonable threshold and availability of reasonable funding for construction of 
the project established for the Centennial Corridor Project. 

EO-2-5 What is the environmental impact of the current Project versus this proposal in that the 
Project in this EIR does not create a freeway between I-5 and the 99 freeway and the 
proposal does complete this important goal?  
While the proposal was not studied in depth because it was eliminated earlier in the 
process, as explained here, it is possible that it could have as many or more impacts to 
the environment as the Centennial Corridor project, just in a different way. While homes 
and businesses may be avoided, the proposal would have a tremendous impact on 
farmland, including those under Williamson Act contract. These farms are businesses as 
well. Farmland is often considered habitat for many special status species and a greater 
number of species may be impacted by using farmland. While the proposal would avoid 
parks and known historic properties, it may have a greater potential to impact buried 
archaeological and Native American sites. There may be unknown hazardous waste sites 
due to farmland operations. There may be more jurisdictional waters and wetlands in this 
area. There could be more water quality impacts as well. The visual impact is high when 
a large freeway is placed in a rural area. By placing this type of facility in a rural area, the 
potential for induced growth can increase greatly. Avoiding a more populated area does 
not mean fewer impacts, just different impacts.  

Right-of-way requirements and environmental consequences would be significant with all 
of the build alternatives. This final environmental document analyzes the environmental 
impacts of the preferred Alternative B and compares No Build conditions. The Centennial 
Corridor Project is part of the ultimate freeway alignment that will eventually connect 
State Route 99 to Interstate 5. The project has been evaluated as an individual project, 
and future extension of State Route 58 toward Interstate 5 will be evaluated separately at 
the time funds are available and the traffic data justifies the expense and effort required 
to move forward with the extension.  

The Centennial Corridor Project Report discusses the planned Route Adoption for a 
future phase to connect to I-5. 

This final environmental document does not compare the alternative of converting 7th 
Standard Road to a freeway (identified as Alternative 15 in Section 2.1.5) because it was 
eliminated during the project alternative screening process and is not subject to further 
environmental analysis. Hence, a comparison of impacts between the build alternatives 
(Alternatives A, B and C) and Alternative 15 could not be conducted.  

Given the location of 7th Standard Road, the magnitude of the construction and 
reconstruction required for the existing roadway will require substantial resources in 
terms of construction cost and obtaining required environmental clearances. In addition, 
the proposed conversion of 7th Standard Road to a freeway would require conversion of 
prime farmland and compliance with the Williamson Act. As mentioned previously, 
specific environmental analyses were not conducted for the conversion of 7th Standard 
Road as an Alternative because this alternative was rejected at the project alternative 
screening stage. 

Please evaluate the impact on the Air Quality, which is an important environmental 
impact and consideration, between these two designs. 

Because Alternative 15 was eliminated from further consideration, environmental impact 
analyses for this alternative, including an air quality analysis, are not required to be 
evaluated and compared with other feasible alternatives (Alternatives A, B, and C). 

EO-2-6 What process must Caltrans go though to rename the 99 Freeway and construct and 
name 7th Standard Rd. as an auxiliary Interstate highway? How long does this process 
take?  

State Route 99 is part of the State Highway System. To rename State Route 99 to 
Interstate 99 would require transferring a State Highway to a Federal Highway, which 
requires Federal action and approval by the Federal Highway Administration. Renaming 
7th Standard Road as an Interstate highway would require a more extensive process 
because this proposal would not meet the Guidance Criteria for Evaluating Requests for 
Interstate System Designations under 23 United States Code 103(c)(4)(A) and (B). In 
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order for 7th Standard Road to be converted to an Interstate Highway, a connection at 
each end of the proposed route to an existing Interstate System is required. There is no 
Interstate Highway within the project area for an Interstate Highway connection to the 
east. The nearest Interstate highway to the east is Interstate 15, which would require 
roadway improvements along State Route 58 to bring this route to Interstate Highway 
standards. Roadway improvements would be required from Bakersfield to Barstow for a 
total of at least 130 miles; this process would take considerable time and involve 
considerable reconstruction of State Route 58 in areas that do not currently meet 
interstate system standards.  

EO-2-7 Please evaluate the traffic patterns for State Route 46, Lerdo Hwy, 7th Standard Rd and 
State Route 58 to the traffic on Stockdale Hwy. Show how the current traffic warrants the 
construction of the Project in this EIR? If you chose to use projections, then project the 
traffic patterns that would apply to what I have proposed and its impact on environmental 
impacts (air quality and economic impact)? 

The traffic patterns for State Route 46, Lerdo Highway, and 7th Standard Road were 
previously evaluated to the extent data was available as part of the Traffic Study technical 
report (November 2012). The traffic patterns for State Route 46, Lerdo Highway, and 7th 
Standard Road have little impact on Stockdale Highway. These roadways are all currently 
available for motorist choice and are used for regional travel, along with Rosedale 
Highway, Truxtun Avenue Extension, Westside Parkway, and Stockdale Highway. No 
additional traffic analysis is warranted for the named facilities, as the potential impact of 
the project has been considered in Chapter 3 of the Traffic Study technical report.  

Please see Response to Comment EO-2-5 for information about air quality projections for 
the commenter’s proposed alternative. Additionally, economic impacts for the 
commenter’s proposed project are not required to be evaluated due to the project being 
infeasible. 

EO-2-8 What are the comparative right-of-way expenses and number of businesses and homes 
affected by the Project in this EIR and this proposal?  

The cost estimate for a proposed 7th Standard Road/new Interstate would cost $4 billion 
to construct compared to the cost estimate for the Centennial Corridor Project (Preferred 
Alternative B), which is estimated at $570 million. Farms are considered businesses as 
well and would be greatly impacted by this proposal. Per the 2015 Federal Transportation 
Improvement Program the Alternative B alignment right-of-way cost is anticipated to be 
$165 million. The number or businesses and homes affected by the Preferred Alternative 
B alignment through property acquisition would be 121 businesses and 310 residential 
units.  Because the proposed 7th Standard Road/new interstate was not carried forward 
for further evaluation due to the cost to construct the project, a detailed right-of-way cost 
estimate was not developed. 

EO-2-9 There are two designs for a regional transportation plan and does not require any 
exceptions and the other requires 5 exceptions and deviations from mandatory standards 
in the Highway Design Manual. How is a decision made under those conditions?  

As discussed in Section 2.1.4, Preliminary Identification of a Preferred Alternative, 
determining the Preferred Alternative involves a comparison focusing on those areas 
where the impacts are different or one alternative has greater impacts than the other 
alternatives. For the Centennial Corridor Project, the distinguishing areas are the number 
of displacements and parcel acquisitions; impacts to community cohesion, parks, cultural 
resources, and Section 4(f) property; and cost. Initial Design Exceptions are identified for 
each alternative and documented in the Project Report. Any design exception that cannot 
be justified is removed from the design. Additionally, efforts continue through final design 
to eliminate or reduce nonstandard design features. 
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EO-2-10 If there is a lower Environmental Impact with this proposal when compared to the Project, 
does it become impossible to claim that this EIR had NO environmental impact?  

The draft and this final environmental document do not claim that there are no 
environmental impacts, but does report what impacts are anticipated to be for each 
alternative, how great impacts may potentially be, and also includes avoidance, 
minimization and mitigation measures to reduce or eliminate potential impacts from the 
project. 

Because the alternative similar to yours (Alternative 15) was withdrawn from 
consideration (see Response to Comment EO-2-4), environmental impact analysis for 
Alternative 15 was not required because it was deemed infeasible.  

EO-2-11 I would like to know how the calculation was made to determine this population number of 
848,487. Has there ever been a 26 year period where population growth in the City of 
Bakersfield has been 3.5% annually or a period of 22 years where the growth has been 
4.0%? In what industries will we see growth to drive and sustain 848,487 citizens and 
what will the median income be for this population? 

The population number 848,487 was derived from the Kern Council of Government’s 
2011 Final Regional Transportation Plan as cited in Table 3.1, Kern County and City of 
Bakersfield Growth Trends in both the draft environmental document and this final 
environmental document, which was based on estimates provided by the California 
Department of Finance. The estimate of 848,487 for Year 2035 relates to Metropolitan 
Bakersfield which includes unincorporated areas surrounding Bakersfield. The population 
estimate for Bakersfield itself in 2035 is 609,600 (California Department of Finance). The 
use of historic trend analysis to forecast future population levels is a widely accepted 
method. Information regarding population in the Community Impact Assessment, draft 
environmental document, and final environmental document was also from the California 
Department of Finance and was updated in the Final Community Impact Assessment and 
the final environmental document. 

Population growth can vary quite a bit from year to year. Using Department of Finance 
historical data for the decade of 1990 to 2000 and the decade of 2000 to 2010, growth 
has ranged from 1.09 percent up to 5.42 percent. These are the two decades in which 
population grew by 40 to 41 percent as discussed in Response EO-2-4. The average 
annual growth rate for these twenty years is 3.4 percent. While the seven years (2007 to 
2013) included in the comment letter show much slower growth, future years may be 
higher.  
A discussion of future job growth and median income level is highly speculative. While a 
discussion of future job growth and projected median income level is outside the scope of 
the Centennial Project, according to the U.S. Department of Housing and Urban 
Development (April 2013), the construction and energy production sectors, especially 
associated with the oil and natural gas extraction industries, have been the fastest 
growing job areas in the local regional economy since the year 2000. In Chapter 3 of 
Volume 1, Section 3.1.2, Growth, of the final environmental document, growth is forecast 
to primarily occur in the service sector.  

EO-2-12 In a study from 1986 the population growth for Bakersfield was forecasted for geographic 
areas of the city. The accuracy of the total growth seems to be accurate, although I have 
not researched the numbers to certify they are correct. The geographic forecasts were 
very inaccurate. Forecasts for growth in the northwest were substantially low, in the 
northeast too high, and in all sectors projections were off by a large enough amount that 
the standard deviation would in the double digits. From the journal called Transportation 
(Appendix I) there was a recent article on the inaccuracy of traffic modeling in general. If 
the population estimates have been inflated as it appears they have, the modeling was 
based on those numbers, and the modeling is at best only 40% accurate, isn’t the 
conclusions you have based this EIR on completely unreliable? The article I have 
referenced focuses on the underestimation of costs and the overzealous projections on 
traffic. Please comment as to how this EIR is not subject to those errors. Please include 
the accuracy of population estimates from this EIR in that analysis.  

The Kern Council of Governments population and employment forecasts are regularly 
updated approximately every 4 years. Population information used in the project also 
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used data from the most current U.S. Census and the California Department of Finance 
population estimates. This data was updated for the Final Community Impact 
Assessment and this final environmental document. As a result, the conclusions reflected 
in the final environmental document are as accurate as possible based on the current 
data available. The geographic distribution of growth assumed for the project is displayed 
in Figures 3-2 and 3-3 of the Traffic Study technical report and in Volume 1 of the final 
environmental document.  

The Kern Council of Governments is the federally-designated Metropolitan Planning 
Organization for Kern County, responsible for developing and updating a variety of 
transportation plans for the County. Predicting modeling assumptions long range are 
subject to factors outside the control of a Metropolitan Planning Organization. Trend 
bifurcation and other unforeseen events make assumptions and forecasts beyond 5 years 
imprecise. Factors such as cost of living, interregional travel, and overall uncertainty of 
the future are problematic and could be described as uncertainty error. Robert Bain 
(international expert on forecast uncertainty) has researched uncertainty from multiple 
perspectives and sources and determined that the uncertainty for a 2035 regional 
forecast can be up to +/- 25 percent. To control for this, it is important to revisit long range 
forecasts and assumptions on a regular basis. Using the best available information, the 
Kern Council of Governments Regional Transportation Plan and associated model 
inputs/assumptions are revised every 4 years. 

Was the addition of GPS self-drive cars taken into account for this EIR? Please keep in 
mind that the generation life cycle for 95% of all cars is 8 years. This generation life cycle 
would imply that 16 years from today 95% of all cars will “drive themselves”, reducing the 
number of accidents and increasing road capacity (these cars will drive closer to each 
other due to the communication capability of one car to the other and because the reason 
we drive so far apart from each other and have so much gridlock is because people have 
much slower response time compared to a computer and we tend to brake when it isn’t 
necessary). 

The replacement of human drivers with global positioning system computer-guided 
mechanical drivers was not taken into account because this technology is not currently 
available and is too speculative to suggest that it would be available 20 years from now. 

EO-2-13 Has the EIR looked at the sustainability and environmental impacts this population would 
have on the water supply? Can this area with its limited availability of water sustain this 
large of a population? How often does the State of California experience severe 
droughts?  

The results of the growth analysis indicate that the project would not induce population 
growth within Bakersfield. Most of the projected growth is a result of factors such as 
future development. Please refer to Chapter 3 of the Community Impact Assessment 
Study (May 2015).  

If this Project is completed and it drives the increase of population to 848,487 will it have 
a negative effect on the environment when it comes to water resources? If water is 
diverted to the population away from farming will this have a negative effect on the 
economic environment locally and worldwide? Kern County is essential to the food supply 
and helps to feed the world. 

Cities and counties determine local development and would need to determine 
sustainability and impacts to a given area based in their population. Water supply for a 
growing population is not within the authority of Caltrans. This project would not induce 
growth, but is to accommodate growth that has already occurred over 25 years or more 
and to accommodate future growth the city and/or county may approve. For further 
information on growth, please refer to Chapter 3 of the Community Impact Assessment 
(May 2015). 
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EO-2-14 The greatest amount of growth for Bakersfield is and will remain to the south. Please 
comment whether the growth to the south was included in the EIR.  

The set of development projects identified in Section 3.1.1, Land Use, were deemed 
reasonably foreseeable to be considered as part of the baseline for analysis. On a macro-
scale, a Growth Inducement Analysis prepared for the Thomas Roads Improvement 
Program considered the influence of the entire program of proposed transportation 
projects, including the Centennial Corridor. The analysis concluded that the Thomas 
Roads Improvement Program projects as a group (including the Centennial Corridor) 
would have the effect of moderately influencing growth pressures in the northwest and 
west Bakersfield metropolitan areas, and marginally influencing growth pressures in the 
west central and northeast areas. 

The geographical distribution of growth is graphically displayed in Figures 3-2 and 3-3 of 
the Traffic Study technical report. Growth to the south was reflected in the travel demand 
forecasts prepared for the project, the overall Thomas Roads Improvement Program 
collection of projects, and the Kern Council of Governments Regional Transportation 
Plan.  

EO-2-15 What were the reasons for abandoning the Masterplan of 2000/2002? It was endorsed 
and approved by all effected parties. Up until the federal government directing what the 
project has to look like and how the federal money has to be spent, the beltway system 
delineated in the 2000/2002 Masterplan supported many growth possibilities as well as 
solve the existing shortcomings with the local transportation system. How does this 
Project help to form the Beltway system in the Bakersfield area? Wouldn’t a beltway 
system similar to the 2000/2002 Masterplan have a much more positive environmental 
impact all the way around? If I am not mistaken, it seems like the Project is taking one of 
the minor, future and almost last components, of the earlier plan and making it the 
foundation of the transportation needs of this area. Doesn’t this Project delay and fracture 
the true needs in Bakersfield for a Beltway system? The northern portion, which would 
have turned 7th Standard Rd into a freeway, can’t be completed and so the endpoints for 
the crosstown and western sections for the beltway will have an endpoint instead of a 
circular pattern. 

The Master Plan of 2000/2002 referenced in the comment is presumed to be the 
recommendation of the 2002 “Bakersfield System Study.” The plan included six major 
improvement elements:  

• The Westside Parkway from Heath Road to State Route 99. This project is nearly 
completed, extending from Heath Road to Truxtun Avenue. Construction of the 
proposed Centennial Corridor will complete the project to State Route 99. 

• Centennial Corridor. New freeway connecting State Route 99 with State Route 58 east 
of downtown Bakersfield.  

• Hageman Road Flyover. This project is in final design. 

• 24th Street Widening. This project is in the final design phase, right-of-way acquisition 
phase, nearing construction. 

• 24th Street/Oak Street Intersection Improvements. This project is in the final design 
phase, right-of-way acquisition phase, and nearing construction. 

• State Route 58 Realignment. This project was intended to connect State Route 58 
(East) to Interstate 5 on a new alignment to avoid double loading of State Route 99 
between the current connections of State Route 58 (East) and State Route (West). It 
included an east-west element and a north-south element. The east-west element was 
constructed as the 7th Standard Road four-lane expressway in lieu of a parallel 
freeway on a new alignment. Insofar as the north-south element, proposed as a 
freeway running parallel to Golden State Highway, it was not needed by virtue of the 
Centennial Corridor project. Connection from State Route 99 to the Westside Parkway 
is in the Project Approval/Environmental Document phase. Alignment selection was 
subject to further study by Caltrans, which selected Alternative B of the Centennial 
Corridor, combined with Elements 1 and 2.  

Several of the transportation projects in the 2002 Bakersfield System Study (as noted 
above) are included in the overall Thomas Roads Improvement Program of projects that 
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are currently in construction or nearing completion. Caltrans is the lead agency under 
both the National Environmental Policy Act and the California Environmental Quality Act 
for the Centennial Corridor, Hageman Road Flyover and State Route 58 Realignment 
projects. The city of Bakersfield is the lead agency under the California Environmental 
Quality Act for the 24th Street Widening and the 24th Street/Oak Street Intersection 
Improvements projects, while Caltrans was the lead agency under the National 
Environmental Policy Act. 

On the Westside Parkway, the Federal Highway Administration was the lead agency for 
the National Environmental Policy Act and the city of Bakersfield was the lead agency for 
the California Environmental Quality Act. Caltrans provided technical support and 
oversight of the environmental document. 

The currently proposed Bakersfield Beltway system (including the Centennial Corridor 
Project) has undergone extensive operational analysis, local/state agency coordination 
and public review since 2002.  Several of the beltway transportation projects have been 
refined to address the circulation needs of the city of Bakersfield through the public 
participation process. The resulting Beltway system in Bakersfield is a result of numerous 
iterations from all stakeholders in the city of Bakersfield, including residents, businesses, 
local/state agencies, and elected officials. 

Knowing the elements of the 2000/2002 Masterplan, why was the new overpass on 
Golden State Highway over Garces Circle not made into six lanes? This mistake will be 
more obvious with the approval and the building of the Hageman Flyover.  

The newly constructed overcrossing of Golden State Highway with Chester Avenue has 
been designed to accommodate the addition of two lanes in the future, to provide six 
lanes in total, via lane restriping and conversion of the median and shoulders to mainline 
travel lanes. 

EO-2-16 What is the current level of service on I-5 between the junction of 99 and the junction of I-
580? How will the ultimate goal of the extension of I-40 to I-5 affect the level of service of 
I-5? Does it fit within the criterion where an improvement to any part of the highway 
system must be sustainable for a minimum of 20 years, especially when federal, money 
is being used? 

As explained above (Response to Comment EO-2-6), it is not possible to create 
Interstate 40 from Bakersfield to Interstate 5 as described in the suggested alternative. As 
noted above, the reconstruction of highways to Interstate standards would have to be 
accomplished from Barstow to Interstate 5 to qualify for Interstate consideration. The 
current level of service on Interstate 5 between the junction of State Route 99 and 
Interstate 580 is generally level of service A, indicating that motorists are traveling at or 
above the speed limit. Traffic slows in the vicinity of both named routes, thereby reducing 
the level of service at these junctions.  

Neither Caltrans system planning nor Kern Council of Governments regional planning 
anticipates construction of a freeway to Interstate 5 within the planning horizon of the 
Regional Transportation Plan (2038) because it is not needed to accommodate projected 
traffic. 

The design year performance of the interim connection to Interstate 5 via the service 
interchange with Stockdale Highway meets the 20-year design life criteria. 

Questions regarding traffic use of State Route 99 and east-west roadways are addressed 
in the Traffic Study technical report. Section 2.6, for example, specifically reports truck 
movement patterns based on origin-destination studies conducted for the Kern Council of 
Governments and Caltrans on State Route 99, State Route 58, State Route 223, State 
Route 166, State Route 119, State Route 46, and State Route 65. 

EO-2-17 On page it is stated that the close spacing of the interchanges at Ming Ave and California 
Ave in relation to the connection of 99 Freeway and State Route 58 causes congestion. 
Part of the Project that has been approved and is moving forward is the improvements to 
Ming Ave separated from this EIR. Not considered are the improvements to the 58 
interchange and 7th Standard Rd which is the route that a significant amount of the future 
traffic, especially truck traffic, will use due to the large industrial area in Shafter that is 
expanding tremendously is not considered in this EIR. Why? Why is the EIR not 
advocating the closure of either the Ming Ave or California Ave off ramps? The California 
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Ave exit in either direction would have to be considered very dangerous. What is the 
environmental impact to not close this exit since the opportunity has been presented? 

Please refer to Response to Comment EO-2-1 regarding the interchange spacing. The 
proposed designs do not advocate closure of the Ming Avenue or California Avenue 
interchanges because it would disrupt local circulation, including access to the Valley 
Plaza Mall and to the Kern County Fairgrounds. Closure would also require extensive 
upgrades to the adjacent interchanges. The proposed designs will close the Wible Road 
ramps, which would reroute traffic to the California Avenue or Ming Avenue interchanges.  

The Traffic Study Report for the Centennial Corridor Project assumes the implementation 
of street improvements that are funded by the Regional Transportation Improvement 
Program and the Metropolitan Bakersfield Transportation Impact Fee Program that are 
expected to be built between 2013 and 2038. These programs include a wide range of 
transportation improvements, including the Rosedale Widening Project, 24th Street 
Widening, and the North Beltway project. Even with these projects, given the projected 
population and employment growth trends, traffic congestion would occur along Rosedale 
Highway, 24th Street, the Truxtun Avenue extension west of Oak Street, portions of 
Stockdale Highway, State Route 99, portions of State Route 178, Coffee Road, Mohawk 
Street, and Union Avenue. 

Where will the liability lay if there is a significant increase in traffic accidents for these 
exits as more people sue (as is forecasted) this corridor? 

Please refer to Response to Comment EO-2-2 regarding liability. 

EO-2-18 On page 5 there s a discussion of the Tier 1 and Tier 2 environmental Impact statements. 
It is stated that KERNCOG evaluated previous transportation studies. Where is the 
2000/2002 County of Kern Masterplan which was adopted and endorsed by the County of 
Kern, the City of Bakersfield and KERNCOG? The 2001 Route 58 Adoption Project Tier 1 
Environmental Impact Statement/Environmental Impact Report is not part of the 
Masterplan that was certifies in 2002. When was the public given notice and an 
opportunity to comment on the obvious difference between the two plans? 

While the Thomas Roads Improvement Program collection of projects is very similar to 
the recommended transportation elements reflected in the Bakersfield Systems Study, 
there are differences. These include widening of the 23rd and 24th Street couplet through 
downtown Bakersfield from three lanes each to four lanes; removal of the interchange at 
24th Street and Oak Street and the bridge extending Oak Street over the Kern River; 
replacement of the 7th Standard Road corridor freeway with widening to a four-lane 
expressway along the existing alignment; and selection of the Alternative B alignment for 
the Centennial Corridor connection of State Route 58 East with the Westside Parkway, to 
be rebadged as State Route 58 (West). These changes are reflected in a series of Kern 
Council of Governments Regional Transportation Plan updates and addendums, all of 
which included programmatic environmental documents and opportunities for public 
comment before certification. These include public circulation of the: 2007 Regional 
Transportation Plan Draft environmental document (March 1, 2007); 2007 Regional 
Transportation Plan Amendment No. 1 Addendum environmental document (January 15, 
2009): 2007 Regional Transportation Plan Amendment No. 2 Addendum EIR (September 
17, 2009); 2011 Regional Transportation Plan Draft Subsequent environmental document 
(April 30, 2010); and Final Subsequent EIR Addendum (May 2011).   

Though the Bakersfield Systems Study did not require a formal environmental impact 
document, community involvement played a key role in its development. Early in the 
study, the Project Development Team decided to create an extensive community 
involvement program that enabled local residents, property owners, business 
representatives, transportation-related organizations, and other special interest groups to 
actively participate in the Bakersfield Systems Study.  

During the course of the study, extensive outreach to the broader community was 
achieved through a series of successful public workshops and focus group meetings, as 
detailed in the Study’s Summary Report (December 2002) available online at: 
http://www.bakersfieldfreeways.us/documents/Report_Bakersfield_System_Study_Summ
ary_2002_12.pdf. Three public workshops were held as forums for the Bakersfield 
community to provide their input and voice their support or concerns. The workshops 
were designed as open house forums. In total, approximately 450 local residents, elected 
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officials, public agency staff, and other interested parties attended the 3 workshops, and 
more than 400 community members provided comments. Also, 15 focus group meetings 
were held with a variety of special interest groups, including homeowners, business 
groups, environmental groups, and transportation-related organizations. 

In addition to these workshops and focus group meetings, bilingual newsletters, 
newspaper articles, and radio and television interviews all helped to disseminate project 
information throughout the broader community. The city of Bakersfield also maintained a 
web page posting the latest Bakersfield System Study information. 

EO-2-19 On page 6 in the purpose section there is no mention about the congestion on 99 
Freeway and that the Project is a regional transportation project. Why? The purpose also 
documents a desire to consider continuity and traffic relief along State Route 58 in 
Metropolitan Bakersfield. The studies for the traffic that continues through Metropolitan 
Bakersfield on State Route 58 (Rosedale Highway) to I-5 indicate that this through traffic 
is minimal. Most of the traffic is either local, moves up and down the 99 Freeway, and 
continuing traffic currently uses 7th Standard Rd, Lerdo Highway, and State Route 46. 

In Volume 1, Section 1.2.2, Need, there is a subsection Traffic Congestion on the Shared 
Portion of State Routes 58 and 99, which discusses congestion on State Route 99 and 
other highway projects that affect this shared roadway. Providing continuity for regional 
traffic traveling through Bakersfield on State Route 58 is an important purpose of the 
project. By providing continuity, and thereby reducing traffic demand loading of State 
Route 99 from State Route 58 (East) to Rosedale Highway (currently State Route 58 
West), traffic congestion along State Route 99 will be reduced. 

Bakersfield has as its major industries oil and agriculture. Both of these industries require 
many trucks. The EIR states several times about the high number of trucks in the area. 
Most of the trucks using and needing access to Rosedale Highway are destination bound. 
Just one of the Pipe companies on Rosedale highway had 200 trucks going in and out of 
it daily. The connection on Rosedale Highway to the 99 freeway will remain the primary 
route for this company. Part of the reason for Rosedale continuing to be their primary 
route for many companies is due to the absence of a northbound connection between the 
eastbound 58 and northbound 99. 

Origins and destinations of local truck travel are not expected to change significantly as a 
result of the project. Some travel route choices, particularly between industries located 
along State Route 58 (East) and both industries and end users located along the 
Rosedale Highway corridor west of Coffee Road, are expected to shift as a result of the 
project. 

Please explain if Air quality improvements for this Projects EIR were based on 
improvement in the ability for trucks to connect to I-5 through the bypassing of 
Bakersfield? Would those assumptions be incorrect if the local truck traffic does not 
change significantly? If the local truck traffic does not improve but more regional trucks 
travel through Bakersfield would that have a negative environmental impact on Air 
Quality? 

Truck volumes and shifting travel route choices, as detailed in Sections 2.6 and 3.7 of the 
Traffic Study technical report, have been reflected in the air quality analysis. For more 
information on air quality, see Section 3.2.6 in Volume 1 of this final environmental 
document.  

EO-2-20 Pages 8-14 discuss the level of service (level of service) for the project area. The area 
truck traffic is referred to but not expanded upon. Where is the current truck traffic headed 
if in this area “Truck traffic accounts for 27 percent of the total traffic in Kern County? This 
is three times the state average of 9 percent.” (Page 8). It further states that “At a regional 
scale, the project would promote economic growth and interregional/intraregional trade by 
improving linkages between existing segments of the State Highway system through 
Bakersfield.” Do you have any proof of this statement? The greatest growth for truck 
traffic will be on 7th Standard Rd because of the vision of Shafter. This project only 
improves State Route 58’s continuity. It has nothing that states it will improve linkages, If 
improving linkages to the Highway system to promote interregional/intraregional 
economic growth were the purpose and goal, wouldn’t you have to know where the truck 
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traffic is, where its destination is and how the project will or will not change it? This would 
be an important environmental consideration for its impact. 

The technical studies that were summarized in the draft environmental document were 
available to the public upon request. These available studies include the Traffic Study 
technical report. Truck traffic patterns are addressed in the Traffic Study technical report, 
in Section 2.6 for existing conditions and Section 3.7 for future conditions. Eighteen (18) 
pages of text, tables, and graphics describe truck travel patterns and volumes in Section 
2.6 of the Traffic Study technical report under existing conditions. This section quantifies 
truck origins and destinations based on surveys conducted for the Kern Council of 
Governments and Caltrans on state routes leading to Kern County. A portion of the trucks 
pass through Kern County without stopping, while another portion has origins or 
destinations within the county. Truck travel occurring solely within Kern County is not 
specifically reported other than findings obtained from the San Joaquin Valley Regional 
Goods Movement Action Plan (2007). According to this document, 27 percent of total 
traffic in Kern County is comprised of medium- and heavy-duty trucks (defined as 
vehicles with four or more axles). 

Truck use of 7th Standard Road and the potential increase in truck volumes resulting from 
buildout of the Paramount Logistics Park have been taken into account as part of the 
overall Kern Council of Governments travel demand modeling effort. Thomas Roads 
Improvement Program projects, which directly benefit the logistics park, include widening 
7th Standard Road to four lanes and upgrading the facility to expressway design 
standards; constructing a grade separation over the BNSF tracks; and reconstructing and 
improving the interchange at State Route 99, which includes a grade separation with the 
adjacent Union Pacific Railroad rail line.  

Regarding linkage between the promotion of economic growth and improved 
transportation, this question is referred to the Federal Highway Administration’s website 
“Freight Transportation – Improvements and the Economy: Understanding the Links Between 
Transportation and the Economy.” See: 
http://ops.fhwa.dot.gov/freight/freight_analysis/improve_econ/#under.  

EO-2-21 I do not understand how in Table 1.1 the Coffee Rd/Rosedale Highway continues to 
deteriorate while all other intersections along Rosedale Highway improve. What effect will 
widening of Rosedale Highway have on traffic? By the year 2038 the “No-Build 
Alternative” it is stated that the number of Intersections with a worse than D level of 
service in the Project Area increases to 22. This section is also where the population 
increase is discussed. The population is to grow 250% from baseline in 2009, but the 
number of intersections with a worse than D level of service increases to only 142% of 
baseline. That seems very consistent. I have discussed the possibility inaccuracy of the 
population forecast and I would like to know what effect a lower population forecast does 
to these numbers. 

Between 2008 and 2018, several roadway improvements are expected to be in place, 
including widening of 24th Street, widening of Rosedale Highway, construction of Mohawk 
Street between Truxtun Avenue and Rosedale Highway, and construction of the 
Westside Parkway from Truxtun Avenue to Heath Road. These improvements cause 
traffic to shift from one facility to another. The improved level of service results are 
forecast to occur along Rosedale Highway, Coffee Road, 24th Street, Oak Street, and 
Ming Avenue. 

The effect of the Rosedale Highway Widening Project was assumed as a baseline 
condition for both the No Build and build alternatives. No forecasts or analysis were 
conducted for a lower forecast of population other than the 2018 opening year and the 
2038 design year. The population forecasts developed by the Kern Council of 
Governments and used for the Thomas Roads Improvement Program project traffic 
forecasts are lower than the county-level forecasts prepared for Caltrans by Dr. Mark 
Schniepp, California Economic Forecasts, Inc., or the California Department of Finance 
Demographic Research Unit.  

With respect to the intersection of Coffee Road with Rosedale Highway, while the traffic 
volumes are generally lower along Rosedale Highway as a result of the build project, 
traffic volumes on Coffee Road between the Westside Parkway and Rosedale Highway 
are higher. Comparing year 2018 and 2038 No Build versus build conditions, the net 
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result is an improvement in traffic level of service and delay during the AM peak hour, but 
a worsening of delay during the PM peak hour at this individual intersection. Please refer 
to the Centennial Corridor Traffic Study, Table 4-14 and Table 4-28.   

EO-2-22 Due to the documented inaccuracies seen in traffic modeling and forecasting of traffic 
moving northbound on 99 Freeway from westbound 58 is a concern seems by this report 
to be unfounded. 

The commenter asserts that inaccuracies in traffic modeling and forecasting are 
documented, with such documentation presumed to be provided by the commenter via 
the comment letter. The response to comments provided herein indicates that the 
presumed “facts” provided by the commenter are incorrect. 

The level of service for this off/on ramp is never worse than D level of service. Most of the 
“Critically Poor” level of service existing at Ming Ave. The interchange at Ming Ave and 
the 99 Freeway are in violation for the Mandatory interchange buffer zones in California 
Highway Design Manual if the Centennial Corridor id built. Please explain how such a 
“problem intersection already” was not an impediment in the approval of the Design for 
this Project? 

The “project” proposes to rectify the interchange spacing proximity design exception by 
braiding the on-/off-ramps to and from Ming Avenue with the on-/off-ramps to and from 
State Route 58; therefore, the weaving/merging/diverging condition will be improved as a 
result of the project, effectively extending the operational interchange spacing to 
acceptable distances. 
 
Is this creating an unnecessary safety hazard? The EIR states that the Ming Ave and the 
California Ave off ramps are less that 1 mile from the 99 freeway and State Route 58 
interchange. 
Safety will be improved as a result of the ramp braiding.  

Could you also explain why for the westbound 58 off ramp to the southbound 99 is a “B” 
or “C” level of service in 2008, 20018, and in the AM for the 2038 but is at “E” for the PM 
in 2038? This is also true to the section between the “H St” on-ramp and the northbound 
Freeway 99 when traveling west on State Route 58. How would widening the 99 Freeway 
to six lanes from the State Route 58 northbound to past 7th Standard Rd improve the 
level of service? This table states that the level of service for the Eastbound State Route 
58 from the 99 freeway is presently a “C” and will remain a “C” through 2038. How does 
this justify the expense and environmental impact for the Centennial Corridor Project? 
Some of the level of service worse than D exists due to the Real Rd juncture, is it 
possible to eliminate that part of the State Route 58? 

These projected traffic volumes that the commenter mentions are based on recorded 
traffic counts from the base year, 2008, and anticipated growth rates for future years. The 
Level of Service was worse in the recorded counts in the afternoons than in the mornings. 
Thus, the anticipated Level of Service at these locations would also be worse in the PM 
than in the AM. 

The deterioration of traffic conditions for westbound State Route 58 to southbound State 
Route 99 is due to heavy on-ramp volume from Ming Avenue, heavy off-ramp volume to 
White Lane, and Ming Avenue on-ramp to White Lane off-ramp weave conflicts. These 
conflicts slow traffic traveling in the right-hand lanes of the freeway, and this congestion 
spills back toward State Route 58. The points of congestion noted by the commenter 
would not be affected by widening State Route 99 between State Route 58 East and 7th 
Standard Road. This widening would, however, diminish congestion forecast to occur in 
the southbound direction between Rosedale Highway and California Avenue. 

The build project assumes that widening of State Route 58 east of State Route 99 will 
occur, thereby allowing for level of service C or better conditions. 

The Centennial Corridor Project primarily affects traffic conditions to the west of State 
Route 99 and along State Route 99 north and south of the freeway-to-freeway system 
interchange. Improvements to State Route 58 to the east of State Route 99 are included 
to address changes to interchange ramp connections. 
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EO-2-23 The stated purpose of this Project is to provide route continuity for State Route 58. It is 
now well known that State Route 58 is going to be changed to I-40. I-40 is a major 
interstate and it implies that the purpose for this Project would change to specifically a 
regional interstate system and not a local community problem to be solved. If the purpose 
has changed, doesn’t that imply that this EIR is not point and because it did not study the 
true impacts of the Project, by law, must be redone? 

Since the current lack of route continuity contributes to traffic congestion and reduced 
levels of service on adjoining highways and streets, it follows that improving route 
continuity, and thereby reducing congestion on these roadways and highways, would also 
improve interregional travel as well as local by reducing congestion in the region and 
allowing for interregional travelers to continue through at a higher Level of Service.   

The commenter states, “It is well known that State Route 58 is going to be changed to I-
40”, as the basis of this comment. However, as explained above (Response to Comment 
EO-2-6), it is not possible to create Interstate 40 from Bakersfield to Interstate 5 as 
described in the suggested alternative. As noted above, the reconstruction of highways to 
Interstate standards would have to be accomplished from Barstow to Interstate 5 to 
qualify for Interstate consideration.   

EO-2-24 The projected expense to the Federal Government and the City of Bakersfield is in the 
Hundreds of Millions of dollars. Bakersfield will need to borrow over $250,000,000 if the 
estimates are accurate. The payback amount over 30 years will total close to 
$600,000,000 based on current favorable lending rates. Those figures are a “best 
scenario” and may be much higher in the long run. How can that be “reasonable”? With at 
least one other alternative which is less expensive and had a potentially smaller impact 
environmentally, Independent Utility cannot be asserted.  

The purpose of the Centennial Corridor Project is to provide route continuity and 
associated traffic congestion relief along State Route 58 within metropolitan Bakersfield 
and Kern County from the existing State Route 58/ State Route 99 freeway interchange 
to Interstate 5.  

The Centennial Corridor Project proposes to construct a new alignment for State Route 
58 from Interstate 5 via the Westside Parkway to the Cottonwood Road interchange (on 
existing State Route 58), east of State Route 99. The proposed Centennial Corridor 
Project is part of a larger Thomas Roads Improvement Project that has been divided into 
three segments. The Centennial Corridor Project is the easternmost segment and is 
segment 1 of the overall larger project. Segment 1, with the Preferred Alternative, 
Alternative B, proposes to construct a freeway to connect State Route 58 from its current 
“T” interchange at State Route 99 to the Westside Parkway, an existing local freeway. 
Segment 2 is identified as the Westside Parkway, and Segment 3 is the westernmost 
segment that would connect the Westside Parkway to Interstate 5, with an east-west 
alignment parallel to the Cross Valley Canal.  

The timing for construction of Segment 3 is unknown, but it would not occur until there is 
sufficient funding and greater traffic demand. Until Segment 3 improvements are made, 
traffic would use Stockdale Highway as the interim connection to Interstate 5. There are 
improvements proposed at the Stockdale Highway and State Route 43 (Enos Lane) 
intersection, to coincide with the Segment 1 build alternative. With the proposed 
improvements, Segment 1 of the Centennial Corridor Project is considered to have 
independent utility and logical termini. 

Since the inception of the Centennial Corridor Project, there has been consistent and 
ongoing financial reporting to the Federal Highway Administration. Construction of a new 
freeway is a costly endeavor; however, the proposed alternative (Alternative B) is the 
least costly of all the alternatives studied in this environmental document.  Based on 
escalated 2016/17 fiscal year costs, Alternative A and Alternative C would be $221 million 
and $95.5 million more expensive than Alternative B, respectively.  If the commenter is 
alluding to a proposed freeway connection along 7th Standard Corridor as a less 
expensive alternative, the preliminary cost estimate for such a project, as discussed in 
Table 2.3 (Volume 1) of the final environmental document, is $2.23 billion. This is 
substantially more expensive than the Preferred Alternative B.  In addition, Preferred 
Alternative B would result in $794 million in travel time savings over the 20-year (2018-
2038) study period, surpassing current favorable lending rates payback cost in 10 less 
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years. In this sense, the net benefit of Alternative B outweighs the estimated payback 
amount. 

The commenter asserts that $250 million will need to be borrowed to construct the 
Centennial Corridor Project. Based on preliminary engineering plans, the estimated loan 
amount through the Transportation Infrastructure Finance and Innovation Act (TIFIA) to 
construct the project is $200 million. This estimate for the loan is subject to change 
because of limited engineering plans. Payback terms and interest are not available at this 
time until Centennial Corridor Project moves to the final design phase of the project 
development process. As mentioned previously, the cost of implementing Alternatives A, 
C and/or the widening of the 7th Standard Corridor (Alternative 15) cost significantly more 
than Preferred Alternative B ($571 million). Therefore, Preferred Alternative B is the most 
financially reasonable alternative compared to the aforementioned alternatives.     

EO-2-25 In conclusion, it does not appear that this Draft EIR has adequately addressed impacts to 
the community or relevant and reasonable alternatives. I ask for it to be redone with many 
of the recommendations provided it this communication. 

Caltrans is confident in the adequacy of the final environmental document. A range of 
alternatives were examined over the years (see Section 2.1.5, Alternatives Considered 
but Eliminated from Further Discussion, and Response to Comment EO-2-4). For the 
three build alternatives carried forward in this environmental document, all required 
technical studies were compiled according to state and Federal standards, including 
community impacts, growth, air quality, noise impacts, and water quality.  

 Community impacts were extensively presented in Section 3.1.4; the document also 
discussed local fiscal and economic impacts (Section 3.1.4.2), visual/aesthetics and 
noise impacts (Sections 3.17 and 3.2.7), and future growth (Section 3.1.2). The character 
of Bakersfield was addressed under Section 3.1.1.2 in the discussion of the project’s 
consistency with local and regional plans and policies. There has also been a reasonable 
opportunity for public involvement during the planning and development of this project, as 
detailed in Section 5.4, including extensive refinement of the project design as a result of 
listening to community members concerns. Our coordination with local partners is 
continuing and will remain an important component of the project through construction, 
mitigation, monitoring, and maintenance of the facility. 

 
 



 

 

 


